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PUDDING IS SOUR 


E. P. Curtis, president of the Order of Railway Con- 
ductors, in criticism, in the railroad labor organization 
publication, “Labor,” of the report of the emergency 
board on the dispute between the western railroads and 
their conductors and trainmen, in part, says: 


Once more (perhaps through lack of ability and training of 
the sort apparently necessary to success in such proceedings) we 
have failed to convey to a board, composed of estimable and 
intelligent gentlemen, a proper understanding of the viewpoint 
of railway train-service employes in regard to their wages and 
conditions of employment. 

In the recent proceeding the railways and the employes 
tried for three weeks to make plain to the members of the 
President’s emergency board some of the difficulties of train 
operation. 

Those of us who spoke for the employes made a special effort 
to explain some of the arduous work, increasing responsibilities, 
and ever-present hazard. . . . 

This criticism is not intended and must not be construed as a 
reflection on the members of the emergency board. 

I have no doubt but that, as individuals, their own opinions 
differed on many of the findings. 
arbitration, and “fact finding” boards, I know of no five public 
representatives to whom I would rather submit a controversy 
than the five gentlemen who composed this board. 

The oftener these men are called tq perform such service, 
the more of our experience they will absorb, the more they will 
learn about the character of our employment, with its distressing, 
unreasonable hours, its hazards, etc., and perhaps they will come 
to understand our “language” better and we may improve in 
knowledge in submitting our “message.” 


This comment is interesting in view of the fact that, 
when the spokesmen for the railroad labor organizations 
were supporting the Watson-Parker railway labor bill to 
the end that the Railroad Labor Board, created by the 
transportation act, might be abolished, one of the argu- 
ments made by them for the mediation-arbitration 
scheme of settling disputes was that a permanent board 
would not be saddled on the railway employes. 


If we must have mediation, . 
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It now seems that, so far as Mr. Curtis is concerned, 
there might be some advantage to the employes if they 
could appear before a board composed of members who 
would become experts as to the intricacies of rates of 
pay and working conditions. If the Railroad Labor 
Board had been permitted to live a few years longer 
it is conceivable that it might have developed into a 
body that would have understood the langauge of the 
employes. 


WATERWAYS AND RAILROADS 

In these days, when it is the popular thing to wax 
eloquent over the economies of water transportation, as 
compared with rail transportation, and to obtain aid 
from the government for the development of water 
transportation, and the unpopular thing to question, 
from the point of view of fair competition and the wel- 
fare of all the people with respect to their transportation 
needs, some of the things that are being said and done 
to develop waterway transportation, it is refreshing and 
unusual to find sound comment on this subject in a 
government document. 

We have reference to the annual report of the gov- 
ernor of the Panama Canal. In this report the governor, 
discussing proposals that the canal tolls be reduced 
because of the increasing revenues from the operation 
of the canal, says it is pertinent for the administration 
of the canal to point out, among other things, that “the 
intercoastal lines are competing severely with the rail- 
roads and a lowering of tolls may cripple the internal 
transportation system of the United States while ‘re- 
ducing the government’s revenue, with offsetting bene- 
fits accruing only to limited special interests.” 

M. L.. Walker, the governor who submitted this 
report to the Secretary of War, and who has recently 
been succeeded by Harry Burgess as governor, is to be 
commended for having the courage to make the state- 
ment quoted in a time when it is unpopular to suggest 
that governmental policies threaten the maintenance of 
adequate railroad transportation service. It would not 
be necessary, were it not for the fact that the brand of 
“pro-railroad” is waiting for impression on those who 
question certain present-day transportation policies, to 
point out that there is, no doubt, a place for intercoastal 
water carriers, for example, in the transportation service 
that is necessary to meet the demands of commerce. 
The issue involved in the remarks of Governor Walker 
is whether or not such further competition with the rail 
lines as would be made possible by substantial reduc- 
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tions in or elimination of Panama Canal tolls would be 
fair to the railroads and, as a matter of fact, would 
cripple the railroads. It is not a question of suppressing 
the water carriers. Rather, it is that the basis of com- 
petition among various kinds of carriers should be fair. 

Governor Walker’s report is also a departure from 
the usual in that the item of interest on the govern- 
ment’s investment in the canal is frankly discussed and 
the admission made that, if interest were taken into 
consideration, there would be a deficit in earnings, not- 
withstanding the fact that the operation of the canal 
and allied activities have produced a substantial volume 
of revenue over operating expenses. Nothing like this 
is to be found in reports of the Inland Waterway Cor- 
poration, for instance. 


BARGE LINE COMPETITION 

In most of the discussion about barge line competi- 
tion, emphasis has been given to its effect on the rail- 
roads. Little has been said, directly, about the adverse 
effect on shippers not able to use barge-and-rail rates. 
It has been pointed out that, as to such shippers, the 
government is promoting a system of transportation that 
gives their rivals in business the benefit of money taken 
from those unable to use barge-and-rail service. 

Were the barge line the product of private enter- 
prise those unable to use its services would have no 
reason, in law or morals, to complain. The man unable, 
by reason of his location, to use the rails of a certain 
railroad, has no right to complain about its rates unless 
they are so low as to be a burden on other commerce. 
The same is true in respect to the rates of every barge 
line on the rivers, if any, established and maintained by 
private capital. 

The time is expected to come when shippers from 
eastern trunk line territory to the middle west will 
demand, formally, of their railroads, that they make all- 
rail rates enabling them to put their goods into the 
middle west in competition with those moving on the 
rail-and-barge line rates. Some objection was made on 
the part of at least one eastern sugar refiner to the 
extension of the barge line on account of the advantage 
it would give its competitors. There has also been 
objection, on the part of a refiner at Savannah, Ga., 
to the extension of rail-and-barge rates into the south- 
east, the general theory of that opposition being that, by 
reason of the barge-and-rail rates, the gulf refiners are 
enabled to get into the southeast over long routes at 
lower charges than those over the shorter all-rail routes. 

The thought is that the time will come when eastern 
refiners, using sugar as illustrative, will demand that the 
railroads serving them make all-rail rates almost, if not 
quite, to Chicago low enough to enable them to compete 
with refiners in the south that are able to use the barge- 
and-rail rates resulting from the government’s entry 
into the transportation business. 

At present, the all-rail commodity rate on sugar, 
still used merely as illustrative, from New Orleans to 
Chicago and Chicago rate points, is 54 cents. The all- 
rail rate from New York to Chicago, fifth class, is 56.5 
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cents. The barge-and-rail rate from New Orleans to 
Chicago is 44 cents. That is to say, the government, 
in its “experiment” to show that private capital can be 
profitably employed in operating barges, has made the 
margin between the New Orleans and New York com- 
petitors wider than it would be were only privately 
owned carriers operating to serve Chicago, probably the 
greatest sugar consuming point in the country, from the 
two points of largest sugar production. 

The spread between the all-rail and the barge-and- 
rail rates continues in the same number of cents a hun- 
dred pounds, regardless of the distance from the Missis- 
sippi of the destination point, provided only that that 
destination is within the area of the barge-and-rail rates. 
At present they do not go east of central territory. 
Wherever there is a barge-and-rail rate from New Or- 
leans the spread between the highest and the lowest rates 
now in effect is wider than it would be were the govern- 
ment not in the transportation business. The service 
over the barge-and-rail route may be so slow in com- 
parison with the all-rail route service that the wider 
spread may be of relatively small moment; then, again, 
it may not, in view of the fact that there is testimony 
that a difference of a tenth of one cent a pound often 
turns a sale. 

Whether refiners not able to use barge-and-rail rates 
have made any representations to the railroads on the 
subject is not known. It is supposed they have at least 
done some talking about it. A further thought is that 
some day an eastern railroad, perhaps several eastern 
railroads, will undertake to put eastern sugar into the 
western part of central territory more nearly on a parity 
with sugar from New Orleans able to use the barge-and- 
rail rates. 

What, then, will the Commission do about the mat- 
ter? Will it forbid the eastern rdé@d or roads to under- 
take to put their customers on a better footing in their 
competition with the barge-and-rail sugar? Although 
there have been bitter rate wars on account of the com- 
petition of refiners for the Chicago market, the Commis- 
sion has never used the minimum rate power Congress 
gave it in 1920. It has used the minimum rate power to 
prevent a salt rate war for the Chicago market. The 
shippers of Louisiana rock salt, for several years, have 
been paying higher rates to get into Chicago than their 
railroads were willing to exact from them. As an offset 
it might be said that the Louisiana sugar refiners get 
into Chicago on a more favorable adjustment than their 
eastern competitors. But sugar and salt do not offset 
each other. The same companies are not engaged in the 
production of the commodities that are as far from each 
other, in so far as the tongue is concerned, as from pole 
to pole. 

Should the Commission decide, when eastern rail- 
roads determine to give their shippers a more favorable 
adjustment, that they are not entitled to make all-rail 
rates as low as the barge-and-rail rates, then the point 
will be clear that promotion of barge line transporta- 
tion, fostered by money raised in part from eastern ship- 
pers by taxation, is the fostering of unfair competition 
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by the government for the benefit of one class of citizens 
against another. 

It is to be assumed that the trunk lines would rather 
haul sugar (to continue using that commodity for illus- 
trative purposes) from New York to the western part 
of central territory, than to receive sugar from the barge 
line at St. Louis or Cairo and carry it eastward to the 
point where the quantum of the all-rail rate from the 
east is equal to the amount of the barge-and-rail rate 
from the Mississippi River. In other words, it is to be 
assumed that they would rather receive the whole of 
the rate from the east than the division accruing to them 
out of the barge-and-rail rate from the south. But when 
‘the time comes for them to make a move of that sort, 
will the Commission allow such competition with the 
experiment the government is conducting, in theory, to 
show that private capital could do itself a good service 
by going into transportation on the inland waterways? 
And if the Commission will not permit competition of 
that sort, of what value will be the experiment that is 
supposed to be going on? 





HOPE FOR THE DESPONDING 


(Wall Street Journal) 


Cheer for the weary owners of railroad stocks, who have 
seen Brookhart’s guaranty of carrier net earnings returned from 
the bank marked “N. G.,” who have despaired of the Hoch-Smith 
scheme for the concurrent relief of agriculture and transportation 
ever working in more than one direction, is at hand. The Inter- 
state Commerce Commission, at long last, has taken an heroic 
stand. It has resolutely refused a Hoch-Smith reduction in the 
rates on bung-stoppers. 

As the Commission tersely implies in three foolscap pages 
of single-spaced typewriting, there may be other reasons than 
Messrs. Hoch and Smith why the rates on bung-stoppers should 
not enjoy a status based on lumber rates. They are made from 
rough one-inch lumber, planed on both sides and eventually 
put through a bung-cutting machine, but the record indisputably 
establishes that they are never sand-papered. Complainants in 
the case compare bung-stoppers with spokes, broom-handles and 
bed-slats, whereas the defendant railroads insist they are more 
nearly comparable, at lé@st in certain respects, with such other 
fifth class articles at boilers, green salted hides, floor tiles, 
pickles, insulators and iron pipe. 

This newspaper agrees heartily with the Commission that 
all this tends powerfully to support the reasonableness of ex- 
isting rates on bung-stoppers. But there is a more compelling 
consideration to the same end, which cannot be better stated 
than it js in this paragraph from the decision: 


The Hoch-Smith resolution contemplates readjustments of the 
rate structure along lines which will permit commodities such as this 
that can stand maximum reasonable rates to bear them, and which 
will accord to agricultural products a rate basis which is as low as 
we may reasonably go under existing law. At the same time it is 
our duty to maintain carrier revenues reasonably intact in the ab- 
sence of evidence that these revenues are excessive. 


That the Commission will maintain carrier revenues reason- 
ably intact no honest man can doubt. If firm rates on bung-stop- 
pers will not do it, a stiff advance in the rates on bung-holes 
will turn the trick. 


LEWIS FOR CABINET 


The following is from an article in the Indianapolis News, 
on the occasion of a visit to Indianapolis last week by E. I. 
Lewis, member of the Interstate Commerce Commission, when 
he went home to vote: 


A remark was made about some scattered talk going over the 
* country of Lewis being a possibility of the new cabinet if Herbert 
Hoover is elected. 

“That, of course,’ said Lewis, ‘‘is more fiction. It arises out of 
the fact that Herbert Hoover and I have been intimate friends for 
more than twenty years. I met him first in Menzies hotel in Mel- 
bourne, Australia, in 1907, when @ made the trip for the News to 
write about new ideas in government in New Zealand and Australia 
and elsewhere. I have his card yet—a little type printed card that 
simply proclaimed ‘Herbert Hoover, Mining Engineer.’ He found that 
I was interested in the romances of mining and he introduced him- 
self to me ‘agfellow countryman who may be able to help you’— 
and he did. During this campaign in which at times his citizenship 
has been under fire I have always remembered that introduction as 
‘a fellow countryman’ in that part of the world, where there were 
few Americans. That was when we were both young men. He did 
help me. He introduced me to the gold mines of Australia and gave 


THE TRAFFIC WORLD 


Vol. XLII, No, %» 


me introductions to the gold and diamond mine managers in South 
Africa and India, which opened them wide to me, for all knew this 
young mining engineer. On another trip made for the News in 1939 
I crossed the trail of his operations in Siberia. He also gave me 
many keen analytical comments on the new ideas in government 
that were being tried out in the southern hemisphere. He knew ajj 
countries intimately and was deeply interested. We kept in touch 
and when we both landed in Washington seven years ago we took 
up again our old contacts, 

“But as for being in his new official family if he is elected—that 
is fiction. I shall be chairman of the Commission next year ang 
those who know their Washington know that, while that position does 
not carry the spotlight compared to secretaryships, it is nevertheless 
one of the most important positions that Washington can bestow.” 


FREIGHT BILL EXTENSION 


The Trafic World New York Bureay 


In accordance with the demand of shippers for an extep. 
sion of time that receivers of freight may have for the settle. 
ment of freight bills from the railroads, the New York Mer. 
chants’ Association has moved to put the matter up to the 
Commission. Under the present system all freight bills must 
be settled within ninety-six hours. It is proposed to extend 
this period to seven days, exclusive of Sundays and holidays, 

The action was taken on recommendation of the associa- 
tion’s committee on transportation, of which R. S. Stubbs, vice. 
president of the American Sugar Refining Company, is chairman, 
This committee pointed out that, prior to the war, it had been 
the practice of the railroads to give considerable periods of 
credit to receivers of freight where, in the opinion of the rail- 
roads, such a practice was desirable. Up to that time the gov- 
ernment had not attempted to make any rules in this regard, 
but under federal control, the Director-General prescribed rules 
for the payment of transportation charges. 

Following the termination of federal control the Commission 
was required by the transportation act to promulgate rules cov- 
ering the payment of such charges. After a hearing the Com- 
mission ruled that freight bills must be paid within 96 hours. 

A good deal of criticism has been made of this rule by 
large shippers and receivers of freight, particularly by com- 
panies having a number of branch offices which have adopted 
the practice of checking and paying their freight charges at 
the main office. Several of these companies have complained 
to the Merchants’ Association that the 96-hour rule has not left 
them time to audit their bills properly. Several members of 
the association have urged the adoption of a plan of weekly 
settlements. 

The committee reported that it had expected amendment 
of the order would follow passage of a bill which Representative 
Newton, of Minnesota, introduced in the last session of Congress, 


but that the bill had failed to bring about the désired result. | 


Conferences with railroad accounting officers had likewise failed 
to cause progress. The Commission has been petitioned to 
reopen the case in which it fixed the 96-hour period, but has 
failed to do so. 

In the last session of Congress Representative Brigham, of 
Vermont, introduced a bill containing a paragraph permitting 
the carriers to extend, for not more than seven days, credit 
for freight charges, provided the receivers of the freight put 
up a bond to guarantee payment of the charges. 

The Merchants’ Association gave careful consideration to 
the whole subject at the meeting of its board of directors this 
week. Two alternative plans were outlined. If the Commission 
can be induced to reopen the 96-hour case, the petition will 
be vigorously pressed before it in the hope of obtaining amend- 
ment of the rule as proposed. Failing in this, the association 
will support the Brigham bill. ; 


CREDIT FOR FREIGHT BILLS 


The Commission has reopened Ex Parte No. 73, in re sec- 
tion 3, of the interstate commerce act,.as amended by section 
405, of the transportation act, on the petition of the National 
Industrial Traffic League, for rehearing and reconsideration. 
The case reopened is the one relating to the giving of credit 
for the payment of freight bills, the desire of the League being 
for an extension of the credit period. 


NUMBER OF RAILWAY EMPIOYES 


At the middle of September Class I railroads had 1,712,810 
employes, a decrease of 3.69 per cent, as compared with Sep- 
tember, 1927, and a decrease of 7.19 per cent as compared with 
September, 1926, according to the monthly statement on rail- 
road employment prepared from carrier reports by the bureau 
of statistics of the Commission. The number of employes at 
the middle of September, by groups, follows: Executive offi- 
cials and staff assistants, 16,830; professional, clerical and 
general, 270,500; maintenance of way and structures, 438,817; 
maintenance of equipment and stores, 456,192; transportation 
(other than train, engine and yard), 200,432; transportation 
(yardmasters, switch tenders and hostlers), 22,072; transporta- 
tion (train and engine service), 316,967. 
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Current Topics 
in Washington 





Harmless Growling By the Commission.—Shippers, not 
litigiously inclined, have recently been expressing curiosity as 
to when, if ever, the Commission would do something to make 
claim agents of the railroads obey the law as laid down by it 
jin Sligo rule cases and in cases involving the reconsignment 
charge in instances where shipments are made to and from a 
so-called reconsignment point on a full combination to such 
a point. Few weeks pass without a report from the Commis- 
sion applying the rule in the Sligo case. Every time there is 
a case covering the imposition of a reconsignment charge in 
addition to the rates to and from the so-called reconsignment 
point, the Commission awards reparation and tells the carriers 
to stop the practice of so construing Rule 12, of the national 
reconsignment and diversion code. The Code Napoleon, in 
effect in Louisiana, contains what is usually referred to as a 
statute of repose. That collection of words, it is believed, con- 
yeys 4 more proper meaning as to the purpose than the name 
of a statute of limitations, though they are the same thing. A 
statute of limitations is intended to put an end to the period 
in which he who thinks he should have something at the hands 
of the law may trouble his adversary. Seemingly, the claim 
agents of the railroads are not willing to admit that the Com- 
mission is entitled to any repose. Of course, there is no statute 
of repose for the Commission, but the thought is that claim 
agents, shipper, and carrier, should read the reports of the 
Commission and exercise a bit of common sense. In Chestnutt 
Lumber Company vs. Director-General, decided April 14, 1924, 
89 I. C. C. 236, the Commission found it was unreasonable for 
the railroads to collect the reconsignment charge provided in 
Rule 12 where a shipment was placed for delivery and later for- 
warded to another point on a full combination. But for more 
than four years it has had to deal with cases of that sort. 
Time and again it has told the railroads to quit that practice. 
In National Hay Association vs. A. & R., 91 I. C. C. 615, it 
specifically ordered them to quit the practice. In at least four 
other cases it has made a similar order. Yet every now and 
then up bobs another case of that sort and the carriers are 
solemnly told again the charge is unreasonable and to quit 
the practice. Whether the same carrier has been told more 
than once could not be ascertained without a wearisome check- 
ing of every defendant in every case. Some day, however, it 
is considered not improbable that a carrier who has been 
ordered to quit the practice will be found among the defendants 
in a second or third case carrying a like order. Then such 
carrier may have a hard time explaining to a federal judge 
why it should not be punished by the imposition of a $5,000 fine 
or several such fines under the appropriate penalty section of 
the interstate commerce act. Of course, no carrier not a party 
to a particular case is bound to take notice: of what happens 
to a neighbor in the way of an order to quit a given practice. 
However, the general thought is that carriers and shippers are 
trying to cooperate with the Commission to the end that it 
may be relieved from unnecessary work and worry. Time was 
when the railroads leaned back and were frightfully technical 
in their dealings with the Commission. Shippers were not 
averse then to demanding their pound of flesh. Carriers that 
impose reconsignment charges on cars they have set for un- 
loading, in addition to the full combination of rates from and 
to the place of stoppage, may have no legal duty to quit the 
practice, though it has been pointed out in the reports of the 
Commission that the imposition of a reconsigning charge under 
such conditions was unreasonable. Commissioner Hall, in a 
dissent in one of the cases, pointed out that the imposition of 
a reconsignment charge presumed that the car had not been 
out of the possession of the carrier when, as a matter of fact, 
when the car was set for loading, the shipper had the right of 
possession and, presumably, when he tendered it for further 
shipment a new contract was made. In such an event a recon- 
signment charge would be without tariff authority. In the 
Sligo rule cases the law is so well settled that resistance by 
the carrier looks like a case of stubbornness on the part of the 
claim agent or inattention on the part of the carrier lawyer. 
The Commission has gone over the same ground time and again 
and held that, when one carrier has offered to shrink the full 
combination by imposing only one increase, that carrier is 
bound to “protect” the rate resulting from the use of the com- 
bination rules. Going to trial with a case of that sort is a 
waste of the Commission’s time and a like waste of the time 
of everybody else. The higher railroad executives, if their 
attention could be pointedly drawn to such waste, probably would 
stop it, but no one seems to have found a way for calling the 
attention of the higher executives of every railroad to the 
stupidity of going over and over the same ground. 
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Prudent Choosing of Illegalities—Those who do not like 
the Commission’s decision in No. 17906, National Canners Asso- 
ciation et al. vs. Ann Arbor et al. (see Traffic World, Novem- 
ber 3, p. 995) suggest that, if one its only careful in his choice 
of illegalities, one can come free of much embarrassment. In 
that case the Commission refused to establish rates on canned 
goods from points in Wisconsin to points east of Port Huron 
and Detroit, based on the short-line distances over the routes 
through Canada. Having a pious regard for the fact that it 
had no authority to establish rates via the routes through 
Canada, the Commission gave heed to the proposition of the 
railroads, it is pointed out, that, as it was without authority 
to prescribe joint rates over the short-line routes through that 
foreign land, it should not prescribe rates based on the distances 
over such routes. But that evokes laughter among those who 
recall that the rule for computing distances, laid down in the 
southern class rate investigation, requires the use of the short- 
est routes over which traffic can be transported without transfer 
of lading. The rule requires of such distances for the making 
of rates although the Commission could not prescribe joint 
rates over such routes because the originating carriers, in many 
cases, would be short-hauled in violation of section 15(4). 
Perhaps, it has been suggested, an illegality in the United 
States is not as sour as an illegality based on a fact found 
in Canada. 





Mellon’s Office Force Seems to Lose Papers.—Andrew W. 
Mellon is so rich that he can forget that he owns a piece of 
real estate for which a neighbor is willing to pay $680,000. At 
least that is the effect of a story told about him. His real 
estate man, so runs the tale, asked him one day if he was 
willing to sell a piece of property for $680,000. “Do I own it?” 
Mellon is said to have asked. He was told that he did, but he 
had forgotten about it. He may have mislaid the papers and 
so allowed his memory to slip. But, it is suggested that that 
is hardly excuse for the office force of the collector of internal 
revenue at Baltimore losing the returns made by income tax 
payers. Yet that seems to be the fact. Washingtonians who 
make their returns to the Baltimore collector, one of the thou- 
sands of Mellon’s subordinates, in the last two months have 
been receiving form letters setting forth that information has 
been received at his office that the taxpayer addressed received 
so and so much from a designated corporation but that the 
collector’s records do not show that the taxpayer has made 
a return to the Baltimore collector’s office. Three such notices 
were received in one family, each addressed to the residence 
whence the returns that could not be found were made. And 
yet the form letter says: “Our records have been checked and 
it appears that no return is on file in your name from above 
address.” In 1920, Josephus Daniels issued commandeer orders 
for fuel for the navy, solemnly asserting that he could not 
obtain fuel with which to win the war. A thought is that the 
office forces of internal revenue collectors fib a bit and send 
out the form letters to every one reported by an employer as 
having received more than $1,000 a year from one source 
because it is easier to do that than actually check the files 
with a view to finding returns. But Mellon’s administration is 
supposed to be more accurate than that of Josephus Daniels. 





Language Teachers Certainly Needed—Use of the king’s 
English to convey thought accurately certainly is one of the 
finest if not the finest known to men. When one reads the 
proposed report of Attorney-Examiner McChord in No. 20736, 
Fitch and Wilkinson vs. Seaboard Air Line et al. (elsewhere 
in this issue) the accuracy of the preceding declaration is made 
manifest. But when one reads extracts from the perishable 
protective tariff rules, as shown therein, the reading suggests 
that many millions of dollars have been wasted in the efforts 
to impart a working knowledge of English to the makers of 
rules. The New York Central endorsed the bills of lading on 
two carloads of apples and cabbage shipped from Wilson, N. Y., 
to Jacksonville, Fla., perhaps not in as concise English as a 
professor of English would use, but concisely enough to indi- 
cate that the shipper desired the bunkers filled to capacity at 
Potqgmac Yard, Va., but no more ice to be placed in them 
beyond. Seemingly, the instruction was followed. The defend- 
ants, however, contended that standard refrigeration, which 
implies icing beyond the initial icing point, was the sort for 
which they had to charge, because the instruction in the bills 
of lading, they asserted, was not authorized or binding. In 
other words, there was no tariff authority for such a shipment 
or for collecting anything. Quotations from the rules, as carried 
in the report, seem to bear out the contention. In such an 
event, the duty of the Commission is to say what would have 
been the reasonable charge for the service, under the rule laid 
down in the Memphis Freight Bureau case. In closing his 
report, McChord said the complainant should pay to the car- 
riers “as reparation” the amount found due under his theory 
that it was a “do not re-ice” shipment. Reparation usually 


means return of something wrongfully taken. The complainant 
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might pay the sum as compensation because it has not yet 
paid anything. 





Burton of Ohio and His Record.—Altogether the most 
unique record of service in Congress, it is believed, is that of 
Theodore Elijah Burton, the 77-year-old senator-elect from 
Ohio. When he takes the oath of office as senator on March 
4, next, it will be his second period of service in that body. 
On that day he will end his third distinct period of service in 
the House of Representatives. Burton began his habit of 
coming to Congress, one house or the other, just forty years 
ago. In 1888, he was elected to the House for the first time 
and served one term. That was his first period in the House. 
In 1894, he whipped the popular single-taxer, Tom L. Johnson, 
operator of street railways in Louisville, Indianapolis, and 
Cleveland. In that second period in the House he served twelve 
years. Then he moved over to the Snate for one term. Some 
of his enemies insinuated that he got scared in 1914 and 
refused to run for the Senate because he was afraid the voters 
would direct him to remain at home. At any rate, he declined 
to run, thereby giving Warren G. Harding his opportunity to 
come to the Senate and to the presidency. Burton was re-elected 
to the Sixty-seventh Congress, in the war period, for his third 
period in the House, and now he goes back to the Senate for 
his second period of service. If there is another man with such 
a record it cannot be recalled. Years ago he was an ardent 
advocate of river and harbor improvements, serving as chair- 
man of the House committee on rivers and harbors. But he 
studied the subject and came to the conclusion that there were 
so many things in the average river and harbor bill of doubtful 
value, if any value at all, that he could not afford to give 
hearty support to that product of considerable trading as he 
had been giving. Therefore, he gained distinction as a critic 
of that appropriation bill as great as his distinction, in earlier 
years, as a supporter of the legislation that often gives a 
member of Congress his chief claim to being called a states- 
man, because of his ability to get money for waterways in 
his district that is seldom used. 





Political Erratum.—The statement was made in this column 
(see Traffic World, November 10, p—, that Governor Gore of 
West Virginia was defeated for renomination for governor). 
That was erroneous. The West Virginia constitution makes a 
governor ineligible to succeed himself. Governor Gore was a 
candidate for the senatorial nomination but did not get it. 

A. B. H. 
o. 


WESTERN RATE ADVANCE 


The Traffic World Washington Bureau 


The Commission has denied the petition of Agents Boyd, 
Galligan and Toll, dated August 1, asking it to vacate or amend 
outstanding orders in cases described in the petition and to 
permit amendment of the tariff by blanket supplements so as 
to facilitate applications for increased rates on commodities in 
western trunk line and Illinois Freight Association territories 
and to and from those territories. It has also denied the sup- 
plemental petition of Agent Leland, to vacate or amend out- 
standing orders in cases described by him applying to rates 
between points in the Southwest and points in western trunk 
line and/or Illinois freight association territories. 

Denial of the petitions of the publishing agents means that 
the Western carriers, for the time being at least, will be con- 
fined in their efforts to obtain more revenue to the procedure 
in No. 17000, the Hoch-Smith investigation, which covers not 
only western trunk line class rates, but also commodity rates 
covering traffic moving in large volume. Although the Com- 
mission made no announcement as to reasons in connection 
with its formal notice that it had denied the petitions of the 
publishing agents it was an open secret among those in close 
touch with the Commission that the chief objection to the 
move made by the publishing agents, was that. the filing of 
blanket supplements would create confusion in the tariffs and 
invite a great volume of litigation. That invitation would be 
embodied in the varying interpretations placed by different car- 
riers upon -the blanket supplements that would “be filed were 
the Commission to amend or withdraw the maintenance part of 
outstanding orders of the Commission. 

In nearly all cases prescribing rates the Commission issues 
an order directing the carriers to establish and maintain the 
specified rates “until the further order of the Commission.” 
The words “until the further order of the Commission” are 
construed to mean that carriers may not file new tariffs in the 
face of such a maintenance order without permission from the 
Commission in the form of an order vacating the maintenance 
part of an outstanding order. On account of that understand- 
ing as to the significance of the maintenance part of orders, 
the publishing agents filed their petition asking the Commis- 
sion to vacate or amend outstanding orders so as to permit the 
filing of blanket supplements making either a percentage or 
specific increase in every rate. Such supplements the Com- 
mission permitted to be filed under General Order No. 28 in the 
federal control period and in conneetion with Ex Parte 74, the 


THE TRAFFIC WORLD 





Vol. XLII, No, % 


case in which it permitted varying percentages of genera] ip. 
creses to provide revenue sufficient to enable the railroads ,, 
keep out of the bankruptcy courts after they had been returne 
to their owners in 1920. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended November 3 totalg 
1,103,342 cars, as compared with 1,161,976 cars the Preceding 
week and 1,039,075 and 1,131,832 cars in the corresponding per. 
ods of 1927 and 1926, respectively, according to the car servic, 
division of the American Railway Association. 

Loading the week ended November 3, as compared with the 
preceding week, showed a small increase in coke, but decrease; 
in all other items contained in the compilation. 

Revenue freight loading by districts the week ended Np. 
vember 3 and for the corresponding period of 1927 was re 
ported as follows: 


Eastern district: Grain and grain products, 7,278 and 7,894; live 
stock, 3,130 and 2,868; coal, 43,362 and 39,086; coke, 2,489 and 2,214: 
forest products, 4,282 and 4,515; ore, 3,897 and 3,812; merchandise 
L. C. L., 74,639 and 71,577; miscellaneous, 107,434 and 96,606; total, 
1928, 246,511; 1927, 228,572; 1926, 250,979. 

Allegheny district: Grain and grain products, 4,497 and 3,202; live 
stock, 2,698 and 2,332; coal, 45,176 and 39,493; coke, 5,687 and 4,432: 
forest products, 3,070 and 2,656; ore, 10,172 and 8,279; merchandise, 
L. C. L., 57,587 and 59,978; miscellaneous, 94,651 and 84,072; total, 
1928, 223,538; 1927, 202,444; 1926, 230,995. 

ocahontas district: Grain and grain products, 232 and 223; live 
stock, 338 and 155; coal, 45,753 and 35,712; coke, 334 and 331; forest 
products, 1,689 and 1,671; ore, 103 and 95; merchandise, L. C. L, 
7,846 and 8,073; miscellaneous, 7,151 and 6,023; total, 1928, 63,436; 1927, 
52,283; 1926, 60,800. 

Southern district: Grain and grain products, 4,603 and 3,704; live 
stock, 2,143 and 1,837; coal, 28,815 and 23,213; coke, 479 and. 466; 
forest products, 21,548 and 21,329; ore, 997 and 1,063; merchandise, 
L. C. L., 42,000 and 43,903; miscellaneous, 59,820 and 61,423; total, 
1928, 160,405; 1927, 156,938; 1926, 164,480. 

Northwestern district: Grain and grain products, 16,549 and 15,465; 
live stock, 8,347 and 8,848; coal, 9,543 and 9,141; coke, 1,415 and 964; 
forest products, 16,516 and 16,744; ore, 28,741 and 17,260; merchandise, 
L. C. L., 32,686 and 35,429; miscellaneous, 45,250 and 44,964; total, 1928, 
159,047; 1927, 148,815; 1926, 162,216. < 

Central western district: Grain and grain products, 13,045 and 
12,334; live stock, 13,628 and 15,034; coal, 16,644 and 13,550; coke, 282 
and 273; forest products, 11,366 and 10,890; ore, 3,760 and 3,298; mer- 
chandise, L. C. L., 35,385 and 35,656; miscellaneous, 67,756 and 72,034; 
total, 1928, 161,856; 1927, 163,069; 1926, 172,728. 

Southwestern district: Grain and grain products, 6,458 and 5,385; 
live stock, 3,660 and 4,005; coal, 7,057 and 6,134; coke, 159 and 129; for- 
est products, 8,023 and 8,354; ore, 573 and 437; merchandise, L. C. L., 
16,991 and 17,412; miscellaneous, 45,628 and 45,098; total, 1928, 88,549; 
1927, 86,954; 1926, 89,634. ; 

Total, all roads: Grain and grain products, 52,652 and 48,207; live 
stock, 33,944 and 35,079; coal, 196,350 and 166,329; coke, 10,855 and 
8,809; forest products, 66,494 and 66,159; ore, 48,243 and 34,244; mer- 
chandise, L. C. L., 267,134 and 270,028; miscellaneous, 427,670 and 
410,220; total, 1928, 1,103,342; 1927, 1,039,075; 1926, 1,131,832. 


Loading of revenue freight in 1928 compared with the two 
previous years follows: 


928 1927 1926 

Four weeks in January ........ 3,447,723 3,756,660 3,686,696 
Four weeks in February ....... 3,589,694 3,801,918 3,677,332 
Five weeks in March............ 4,752,031 4,982,547 4,805,700 
Four weeks in April ........... 3,738,295 3,875,589 3,862,703 
Pour weeks in May .....cccccse 4,006,058 ,108,472 4,145,820 
Vive weeks in June......ccoce. 4,923,304 4,995,854 5,154,981 
Pour Weems im July. ....cccceces 3,942,931 3,913,761 4,148,118 
Four weeks in August........... 4,230,809 4,249,846 4,388,118 
Five weeks in September....... 5,586,284 5,488,107 5,703,161 
Four week in October........... ,700,796 4,464,872 4,787,527 
Week of November 3............ 1,103,342 1,039,075 1,131,832 

TORN ...cintanks hsccedaas 44,021,267 44,676,701 45,491,988 


REVENUE TRAFFIC STATISTICS 


Passenger revenue of Class I railroads dropped from $660,- 
941,199 for the eight months ended with August, 1927, $608,043,- 
791 for the eight months ended with August, 1928, and from 
$91,408,407 for August, 1927, to $84,755,026 for August, 1928, 
according to the monthly statement on revenue traffic statistics 
compiled by the bureau of statistics of the Commission from 
carrier reports, switching and terminal companies not included. 

Freight revenue declined from $3,041,043,407 for the eight 
months ended with August, 1927, to $2,984,715,677 for the eight 
months ended with August, 1928, and increased from $414,370,748 
for August, 1927, to $420,195,828 for August, 1928. Other sta- 
tistics shown in the statement follow: 


Revenue tons carried—216,398,000 for August and 217,952,000 for 
August, 1927; 1,485,541,000 for eight months ended with August and 
1,553,470,000 for same period of 1927. 

Revenue tons carried one mile—38,545,784,000 for August and 
38,155,789,000 for August, 1927; 275,221,955,000 for eight months ended 
with August and 282,826,366,000 for same period of 1927. 

Miles per revenue ton per road—178.13 for August and 175.07 for 
August, 1927; 185.27 for eight months ended with August and 182.06 
for same period of 1927. 

Revenue per ton-mile—10.90 mills for August and 10.86 mills for 
August, 1927; 10.84 mills for eight months ended with August and 
10.75 mills for same period of 1927. 

Revenue per ton per road—$1.942 for August and $1.901 for August, 
1927; $2.009 for eight months ended with August and $1.958 for same 
period of 1927. 

Revenue passengers carried—65,930,000 for August and 70,966,000 
for August, 1927; 521,952,000 for eight months ended with August and 
557,775,000 for same period of 1927. 

Revenue per passenger-mile—2.706 cents for August and 2.747 
cents for August, 1927; 2.844 cents for eight months ended with Aug- 
ust and 2.892 cents for same period of 1927. 
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JOINT MINE COAL RATES 


In a report written by Commissioner Lewis, in No. 14831, Wind- 
ing Gulf Colliery Co. et al. vs. Chesapeake & Ohio et al., and 
No. 14498, Ragland Coal Co. vs. Virginian et al., the Commission, 
on further argument, has modified its former findings, 142 I. C. C. 
681, in respect of the combination rates on coal, from complain- 
ants’ mines on the Chesapeake & Ohio to eastern destinations 
on the Virginian and from complainants’ mines on the Virginian 
to eastern destinations on the Chesapeake & Ohio. The former 
finding was that the rates were unreasonable and unduly preju- 
dicial to the extent they exceeded the New River district basis 
of rates. Former reports other than the one hereinbefore men- 
tioned are in 115 I. C. C. 113, and 115, I. C. C. 147. 

This report on further argument has to do with mines not 
having the joint-rate status, although geographically so situated 
as to be in close proximity with and in keen competition with 
mines having a joint-mine status by reason of leases, trackage 
arrangements and agreements between the railroads. 

Six mines near Pemberton, W. Va., are embraced by the 
two complaints. Five are covered by the title complaint and 
one, the Ragland mine, by No. 14498. They are in competition 
with mines in the New River district, which, although situated 
upon only one railorad, nevertheless are given joint-mine status 
by reason of the leases, trackage arrangements and agreements 
hereinbefore mentioned. They are shown by the tariffs of the 
Chesapeake & Ohio and the Virginian as being located on the 
line of each of the two carriers. 


Mines not shown as being on each of the two lines, when 
they desire to ship coal to a destination on the line of the 
carrier not serving it as an originating line, pay combinations 
higher than the New River district rates. The complainants 
alleged that the so-called joint mines received an undue advan- 
tage in rates and service, while their own mines were subjected 
to unreasonable, unjustly discriminatory and unduly prejudicial 
rates. 

Since these complaints were filed, said the report, the com- 
plaining mines located on the Virginian had been accorded, as 
a result of the decisions in Wyoming Coal Co. vs. Virginian, 96 
I. C. C. 359, 98 I. C. C. 488 and 142 I. C. C. 681, called the 
Wyoming case, the district rates to the west and that therefore 
no further complaint as to the rates to the west was involved. 
The Wyoming case, on further hearing, was disposed of in the 
same report, as were the instant cases on further hearing. This 
report, as before set forth, is upon further argument. 

Coal going to the Hampton Roads ports for transshipment 
was the important part of the tonnage involved. The carriers 
objected to the request for rates on the joint-mine status on 
the ground, among others, that the originating carrier would 
be short-hauled in violation of section 15 (4). They also argued 
that they should not be required to open to each other the 
important tidewater terminals they had constructed. On those 
points, the Commission said: 


This argument, however, loses sight of the main fact in these 
cases and that is that each of these defendants has voluntarily 
opened up its tidewater port for the use of the other line, and at 
the district rate, on coal from these numerous so-called joint mines 
and has brought about a situation which is unduly prejudicial to these 
complaining mines, the district rate being applicable only to the port 
of the line on which the complaining mine is located, and which 
prejudice it is the duty and within the power of this Commission 
to remove. In such a situation the contention of short-hauling the 
originating carrier is without merit. 


The Commission’s finding follows: 


Upon further consideration of the entire records in each of the 
cases, Nos. 14831 and 14498, we find that for the future the rates on 
coal, in carloads, eastbound, from complainants’ mines on the Vir- 
ginian to interstate points on the C. & O., and eastbound from 
complainants’ mines on the C. & O. to interstate points on the 
Virginian, with the exception noted below, will be unreasonable and 
unduly prejudicial to complainants to the extent that they may ex- 
ceed the New River district rates on like traffic maintained by de- 
fendants from mines in the New River district of the C. & O. and 
from mines in the New River district of the Virginian to the same 
points so long as said district rates are applied from so-called joint 
mines to said eastern points located on defendant C. & O. and to 
said eastern points located on the defendant Virginian. The above 
findings do not apply where district rates are now applicable from 
complainants’ mines to points on the other line over routes made 
up of the Virginian or C. & O. in connection with lines not here 
defendants and the so-called joint mines do not also have the dis- 
trict rates over such routes. 


Commissioner Woodlock concurred in the finding of undue 
prejudice. He dissented from the finding of unreasonableness, 
pointing out as he did -in his partial dissent in the Wyoming 
case that that finding was equivalent to the statement that a 
rate which was reasonable under section 1 today might be ren- 
dered ynreasonable under that section tomorrow by a change 
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in another rate. In that case he asked how section 1 could be 
supposed to cover such a situation. 

“I am still without answer to that question,” said he in this 
dissent, “and as the finding in the instant case is subject to 
precisely the same question I am compelled to dissent thereto 
Br - I am unable to find a basis for any section 1 finding 
or any reason for the hybrid finding here affirmed. 

Commissioner Porter joined in Commissioner Woodlock’s 
expression of view, while Commissioner Taylor dissented for 
the reasons set forth in his separate expression in the previous 
report on further hearing in these cases. 


FLAXSEED ADJUSTMENT 


Applying the principle laid down in prior cases, the Com- 
mission, by division 3, in No. 20194, Fredonia Linseed Oil Works 
Co. vs. Santa Fe et al., has found unreasonable the rates on 
flaxseed, from points in Colorado, Nebraska, Montana and 
Wyoming to Fredonia, Kan., to the extent they exceeded, exceed 
or may exceed 112 per cent of the contemporanous rates on 
wheat to Omaha plus the contemporaneous proportional com- 
modity rate on flaxseed from Omaha to Fredonia, but not to 
exceed 112 per cent of the contemporaneous joint rate on wheat 
to Fredonia. The new rates are to be made effective not later 
than January 5. Reparation was awarded. 

The 112 per cent of the wheat rate as the rule to govern 
the making of rates on flaxseed was laid down in South Dakota 
R. R. Commissioners vs. C. & N. W., 107 I. C. C. 35, and affirmed 
in Fredonia Linseed Oil Works Co. vs. Santa Fe, 123 I. C. C. 525. 
The instant complaint, the report said, was based upon the 
theory that what was reasonable as a basic rate level from 
South Dakota to Fredonia had also to be reasonable from the 
other designated states. 

The Commission said a specific commodity rate of 39.5 cents 
applied from Cheyenne, Wyo., and Denver, Colo., to Fredonia, 
but that from some intermediate points higher rates were pub- 
lished, apparently resulting in fourth section violations. The 
finding follows: 

We find that excepting those from points in Colorado and Ne- 
braska on the Union Pacific and the Chicago, Burlington & Quincy 
intermediate from Cheyenne or Denver to Fredonia, the rates assailed 
were, are, and for the future will be unreasonable to the extent that 
they exceeded, exceed or may exceed 112 per cent of the contempo- 
raneous rates on wheat, in carloads, from the same points of origin 
to Omaha, plus the contemporaneous proportional commodity rate on 
flaxseed, in carloads, from Omaha to Fredonia but not to exceed as 
a maximum 112 per cent of the contemporaneous joint rate on wheat, 
in carloads, from the points of origin to Fredonia, and that from 
points on the Union Pacific and the Chicago, Burlington & Quincy 
in Colorado and Nebraska intermediate from Cheyenne or Denver, 
the rates assailed were, are, and for the future will be unreasonable 
to the extent they exceeded, exceed or may exceed the rates con- 
temporaneously maintained from Cheyenne or Denver. 


FEEDER CATTLE RATE 


The Commission, by division 3, in No. 19356, Simon Newman 
Co. vs. Los Angeles & Salt Lake et al., has found unreasonable 
a combination rate of $188.50 per car on feeder cattle from Las 
Vegas, Nev., to Timba, Calif., to the extent it exceeded or may 
exceed $140 per car. It has awarded reparation and ordered 
the establishment of the new rate not later than December 29. 


HAY TO NEW ORLEANS 


The Commission, by division 3, in I. and S. No. 3108, hay 
and straw from Kansas and Oklahoma to Mississippi Valley 
points, has found not justified the schedules increasing and 
reducing rates on hay and straw, from points in Kansas, Okla- 


‘“homa and New Mexico to destinations, among others, in Mis- 


sissippi Valley territory, ordered the schedules canceled and 
discontinued the proceeding. The schedules were suspended 
upon protest of the New Orleans Joint Traffic Bureau. . That 
market would have borne the brunt of the increases. The 
spread between New Orleans on the east bank of the river and 
points just outside of the switching limits of New Orleans on 
the west bank of the Mississippi, the report said, would have 
been widened. Illustrative of the situation that would have 
been created, according to the report, was an increase in the 


‘rate from Claremore, Okla., to New Orleans from 47.5 cents to 


48 cents. The rate to Avondale, La., just across the river from 
New Orleans, would remain 44 cents. 

The carriers proposed to make the rates to New Orleans 
13.5 cents over those to Memphis. They denied that they were 
trying to bring into effect a basis of rates on hay and straw 
equal to 26 per cent of the first class rate prescribed in the 
southwestern revision. That is the basis, says the report, that 


they are advoéating in hay part of the Hoch-Smith investigation. 
The Commission pointed out that the rates proposed by the 
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railroads would be higher than those prescribed by it in Okla- 
homa Corporation Commission vs. A. R. R., 80 I. C. C. 607, Same 
vs. A. & S., 101 I. C. C. 116, and Oklahoma Millers’ League vs. 
A. & M., 128 I. C. C. 523. It said that a higher level of rates 
to New Orleans than to other destinations in the southwest 
was not justified. 


ROUGH SAWED MARBLE 


A finding of inapplicability and an award of reparation have 
been made in No. 19865, Turner Marble & Granite Co. vs. Atlan- 
tic Coast Line et al., as to the rates charged on rough sawed 
marble, to points in Tennessee and Georgia to Tampa, Fla., in 
1926. The Commission, by division 3, after construing the tariffs, 
came to the conclusion that the shipments were overcharged 
to the extent that the charges south of Jacksonville, Fla., ex- 
ceeded those that would have accrued at a 9-cent rate and 
awarded reparation to that basis. The question was as to 
whether a commodity tariff lifted marble out of the classifica- 
tion. The Commission said that the commodity tariff lifted out of 
the classification all the articles named therein under the head- 
ing of stone and made the 9-cent rate named in that tariff 
applicable on sawed marble. A proportional rate of 13.5 cents 
applicable on building marble was charged. The complainant 
contended that the marble was neither building nor monumental 
marble. As shipped, it was argued, the marble could not have 
been used for anything other than flagstones. Further manu- 
facture, the complainant contended, would have been required 
to make it usable either as monumental or building marble. 


PIG IRON REPARATION 


The Commission, by division 3, in No. 19600, Wilson Foundry 
and Machine Co. vs. Ann Arbor et al., has found unreasonable 
and unduly prejudicial the rate of $4.54 per long ton on pig 
iron, in effect from Jackson, O., to Pontiac, Mich., in effect 
prior to December 1, 1926, to the extent it exceeded $3.78 and 
awarded reparation to that basis. The present rate is $3.45. 
Undue preference for Detroit was found. Commissioner Taylor 
dissented on the ground that the group in which Pontiac was 
situated had existed for many years and that on such a record 
as in this case it should not have been disturbed. 


DIVISIONS CASE DISMISSED 


The Commission, by division 2, has dismissed No. 19702, 
Minneapolis, Anoka & Cuyuna Range Railway Co. et al. vs. 
Santa Fe et al., finding divisions accorded the complainants out 
of joint rates and charges not unreasonable or otherwise unlaw- 
ful. The report written by Chairman Campbell said that the 
road, started as a steam railroad in 1914, was now electrically 
operated and was in process of foreclosure. In disposing of 
the case, Chairman Campbell called attention to the fact that the 
law required the Commission, in determining the divisions of 
joint rates, to give due consideration, among other things, to the 
efficiency with which the carriers concerned were operating, 
the amount of revenue required, taxes, and a fair return on 
their property used in transportation service and the importance 
to the public of the services of the carriers to the public con- 
cerned. None of these matters, said Mr. Campbell, was ade- 
quately developed upon the record. 


. BEDDING CHARGE CASE 

The Commission, by division 1, has dismissed No. 17148, J. 
Needy & Co. et al. vs. Baltimore & Ohio, finding that the 
applicable charges for furnishing such quantities of bedding as 
the Baltimore & Ohio deemed adequate to fulfill its obligation 
to furnish safe transportation of live stock from public stock 
yards at Chicago, Cincinnati, and Cleveland were $1.00 for single 
deck and $1.50 for double deck cars. The Commission ordered 
the refund of overcharges. 

The Commission further found that the charges collected 
for bedding placed in cars on the order of shippers in addition 
to such an amount as the carrier deemed adequate were not for 
transportation services and therefor did not constitute over- 
charges. Action in this case, the report said, had been deferred 
pending disposition of No. 17669, Strauss & Adler vs. Erie, 144 
I. C. C. 283, in which the allegation was practically the same as 
in this case. 


MURIATE OF POTASH 

The Commission, by division 3, in No. 20131, Kelly, Weber 
& Co., Ltd., vs. Texas & New Orleans et al., has found unrea- 
sonable rates of 36.5 cents from Houston, Tex., to Lake Charles, 
La., and 50.5 cents from Houston to Sacalait Siding, La., on 
muriate of potash, shipped in 1925, to the extent they exceeded 
22 cents, the subsequently established rate, and awarded rep- 
aration. The complainant sought the establishment of rates of 
14.5 cents to Lake Charles and 15.5 cents to Sacalait Siding, the 
rates applicable on some fertilizers. 

After the shipments moved a rate of 22 cents, the same as 
in the reverse direction, was established. In compliance with 


the orders in Consolidated Southwestern Cases, 123 I. C. C. 203, 
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139 I. C. C. 535, 144 I. C. C. 630, and 147 I. C. C. 165, rates og 
17 cents to Lake Charles and 18 cents to Sacalait Siding were 
established. 

In disposing of this complaint, the Commission said it was 
convinced that the 22-cent rate might properly be accepted ag 
representing a maximum reasonable rate on these shipments, 
It added that the evidence did not show that the effective rateg 
were unreasonable. They are somewhat higher than those op 
the less valuable fertilizers and fertilizer materials. In the 
consolidated southwestern cases muriate of potash was classeq 
with nitrate of soda and the more valuable fertilizers and fey. 
tilizer materials. The latter, in that case, were given rates 
higher than those on the less valuable fertilizers and fertilizer 
materials. 


INGOT MOLDS TO KANSAS CITY 


An order of dismissal has been made in No. 19690, Sheffield 
Steel Corporation vs. Missouri-Kansas-Texas et al., the Com. 
mission, by division 3, finding not unreasonable or unduly preju- 
dicial the rates on ingot molds, carloads, from Latrobe and 
Josephine, Pa., and Dover, O., to Kansas City, Mo. The attack 
was upon the factor of the combination applied on molds, 20.5 
cents, for the haul west of the Mississippi. The Commission 
said that the complainant’s entire case was built around the 
contention that molds should take approximately the same rates 
as pig iron except that the rates on pig iron should be on the 
long-ton basis, while those on molds should be on the net-ton 
basis.. Therefore, the report said, the complainant asked for 
a rate of $2.54 per net ton on the molds for that part of the 
haul west of the Mississippi River crossings, $2.54 being the 
pig iron rate. 

The Commission found that the rate on molds for the haul 
west of the Mississippi was not unreasonable. The railroads 
contended that the rate on molds was the normal rate, while 
that on pig iron was depressed. As to the allegation of undue 
prejudice, the Commission said the evidence did not show undue 
prejudice against the complainant or any undue preference for 
competitors at Chicago, St. Louis or Duluth. 


CEMENT ARBITRARIES 


The Commission, by division 1, in No. 16845, Iola Cement 
Mills Traffic Association et al. vs. Alabama & Vicksburg et al, 
in a report written by Commissioner Eastman, upon further con- 
sideration, has modified its findings in the original report, 144 
I. C. C. 585, so as to award an arbitrary of 2 cents per 100 pounds 
to a list of railroads found to be short or weak lines entitled 
to higher revenue than would accrue by the application of the 
rates in the cement scale prescribed in that case. 

This report also embraces seven sub-numbers, Lehigh Port- 
land Cement Co. vs. Alexandria & Western et al, Lehigh Port- 
land Cement Co. vs. Alabama & Vicksburg et al., Gulf States 
Portland Cement Co. vs. Alabama Great Southern et al., Atlas 
Portland Cement Co. vs. Alexandria & Western et al., Atlas 
Portland Cement Co. (of Kansas) vs. Alexandria & Western 
et al., Atlas Portland Co. vs. Alabama & Vicksburg et al., and 
Texas Portland Cement Co. vs. Alabama & Vicksburg, and No. 
ae Oklahoma Portland Cement Co. vs. Alabama & Vicksburg 
et al. 

In the original report the Commission prescribed rates on 
cement from mills in the Kansas gas belt, and at Ada, Okla., 
Egale Ford, Harrys and Houston (Manchester), Tex., Hannibal 
(Ilasco), and Marquette, Mo., Birmingham, North Birmingham, 
Spocari, Leeds and Ragland, Ala., Portland, Ga., Chattanooga, 
Nashville and Richard City, Tenn., and Kosmosdale, Ky., to 
points in Louisiana, Arkansas, Mississippi, and Tennessee. The 
weak lines found to be entitled in this report to the additional 
arbitrary not exceeding 2 cents per 100 pounds, are the follow- 
ing: Alabama, Tennessee & Northern Railroad Corp.; Bates- 
ville Southwestern (Estate of R. J. Darnell, Lessee); Columbus 
& Greenville; DeKalb & Western; Fernwood, Columbia & Gulf; 
Garyville Northern Co.; Gulf, Mobile & Northern; Kosciusko 
& Southeastern; Louisiana Southern; Mississippi & Alabama; 
Mississippi & Western; Mississippi Central; Mississippi 
Export Railroad Co.; Mississippi Southern; Natchez, Co- 
lumbia & Mobile; New Orleans, Natalbany & Natchez; Pearl 
River Valley, and Sardis & Delta. 


ZINC SULPHATE. RATES 

The Commission, by division 3, in No. 20389, Federated 
Metals Corp. vs. Pennsylvania et al., has found unreasonable the 
carloads, from Pittsburgh, Pa., to 
Chicago, lll., Cleveland, O., Trenton, N. J., and Gowanda, 
Brooklyn and New York, N. Y., to the extent they exceed or may 
exceed the contemporaneous sixth class rates from Pittsburgh 
to the cities mentioned. The Commission said it found the 
rates not unreasonable in the past. 

It said that its order requiring the establishment of rates 
not later than January 10 would be limited, in conformity with 
the pleadings, to the rates between the points named in the 
complaint, but that in order to ‘obviate further litigation it 
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uggested that the rates assailed be correced by the publication 
of sixth class rating on zinc sulphate throughout official classi- 
fication territory. It denied reparation. 


NATURAL GASOLINE WEIGHTS 
The Commission, by division 3, has dismissed No. 17280, 
Lone Star Gas Co. vs. Alabama & Vicksburg et al., finding not 
unreasonable the rates and basis for calculating weights on 
natural gasoline, in tank cars, from Petrolia, Gordon and Brazos, 
Tex. to Pittsburgh, Franklin and Point Breeze, Pa. 
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COTTON TIRE FABRIC 


The Commission, by division 3, in No. 18418, Manville 
Jenckes Co. vs. Akron, Canton & Youngstown et al., has found 
unreasonable the Rule 25 rating in official classification for 
cotton tire fabric, any quantity, as applied to carload shipments, 
to the extent it exceeds third class, minimum 24,000 pounds, 
subject to Rule 34. The Commission said that inasmuch as its 
findings herein would effect a change in a classification of many 
years’ standing, its condemnation of the existing rating would 
be limited to the present and to the future and reparation would 
pe denied. The new rating is to be made effective not later than 


January 10. 


INK CASE DISMISSED 


An order of dismissal has been made in No. 19761, Ault & 
Wiborg Co. of New York vs. Baltimore & Ohio et al the 
Commission, by division 5, finding not unreasonable, unjustly 
discriminatory or unduly prejudicial the rates on ink in tank 
cars from Jersey City and Newark, N. J., to Philadelphia, Pa., 
Baltimore, Md., Cleveland, O., and Chicago, III. 


B. & E. STOCK ISSUE 


In finance No. 4083, operation of line and stock issue by 
Baltimore & Eastern, and finance No. 4084, control of Baltimore 
& Eastern by Baltimore, Chesapeake & Atlantic, the Commission 
has amended its order of December 8, 1924, so as to authorize 
an issue of $191,500 of stock instead of $216,500 of stock, by 
the Baltimore & Eastern, and thus make the order conform to 
the amount of stock actually issued. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 7010, authorizing the acquisition 
by the Southern Pacific Company of control, by lease, of the Chow- 
chilla branch of the Visalia Electric R. R. Co., approved. (Extends 
from a connection with the Central Pacific Railway at Chowchilla in 
a general southwesterly direction to a point in block 42 of Dairy- 
land Farms Subdivision No. 2, 10.2 miles.) 

Report and certificate in F. D. No. 7114, authorizing the Chicago, 
Rock Island & Pacific Ry. Co. to abandon a line of railroad in John- 
son county, Iowa (extending from Iowa City in a northeasterly di- 
rection to Elmira, 9.32 miles), approved. 

Report and certificate in F. D. No. 7074, authorizing the Southern 
Pacific R. R. Co., the Southern Pacific Co., lessee, and the Atchison, 
Topeka & Santa Fe Ry. Co. to abandon a portion of their Oil 
City branch, in Kern county, Calif. (extending from Treadwell Junc- 
tion to Porgue, a distance of 2.47 miles), approved. 

Third supplemental report and order in F. D. No. 4691, (1) va- 
cating and setting aside previous supplemental order, 145 I. C. C. 
301, authorizing the sale of $60,000 of general and refunding 6 per 
cent gold bonds; (2) authorizing the Cowlitz, Chehalis & Cascade Ry. 
to issue $60,000 of 6 per cent promissory notes, said notes to be sold 
at par for cash and the proceeds used to retire certain promissory 
notes and to pay for rail and equipment; and (3) granting authority 
to issue $60,000 of general and refunding 6 per cent gold bonds, to be 
pledged as collateral security for said notes, approved. 

Report and order in F. D. No. 7171, authorizing the Missouri Pa- 
cific .R. R. Co. to issue $30,000,000 of first and refunding mortgage 
5 per cent gold bonds, series G, $25,000,000 of said bonds to be sold 
at not less than 96% per cent of par and accrued interest and the 
proceeds used in the payment of short term-notes, for working capital, 
and for capital expenditures, and to pledge and repledge from time 
to time to and including December 31, 1930, the remaining $5,000,000 
of bonds as collateral security for short-term notes, approved. 


FINANCE APPLICATIONS 


Finance No. 7184. Reading Co. asks approval of operating con- 
tract with the Catasauqua & Fogelsville Railroad Co., the entire 
capital stock of which is owned by the Reading, to avoid unnecessary 
expense incurred in separate accounting and billing. 

Finance No. 7185. Reading Co. asks approval of operating con- 
tract with the Gettysburg & Harrisburg Railway Co. Applicant owns 
95.8 per cent of the stock of the G. & H. 

Finance No. 7186. Reading Co. asks approval of operating con- 
tract with the North East Pennsylvania Railroad Co. Applicant owns 
80.9 per cent of the latter’s capital stock. 

Finance No. 7187. Reading Co. asks approval of operating contract 
with Perkiomen Railroad Co., the entire capital stock of which is 
owned by the Reading. 

Finance No. 7188. Reading Co. asks approval of operating con- 
tract with the Philadelphia & Chester Valley Railroad Co. Applicant 
owns 92.7 per cent of stock of the latter. 

Finance No. 7189. Reading Co. asks approval of operating con- 
tract with the Philadelphia, Newtown & New York Railroad Co. Ap- 
plicant owns 65 per cent of the capital stock of the latter. 

Finance No. 7190. Reading Co. asks approval of operating contract 
with Pickering Valley Railroad Co. Applicant owns 64.6 per cent of 
the capital stock of the latter. 

Finance No. 7191. Reading Co. asks approval of operating contract 
with Reading & Columbia Railroad Co., and Reading, Marietta & 
Hanover Railroad Co. Applicant owns 82.2 per cent of capital stock 
of the Reading & Columbia, which in turn owns all stock of the R. 

- & we. 

Finance No. 7192. Reading Co. asks approval of operating con- 
tract with Stony Creek Railroad Co. Applicant owns 62.9 per cent of 
the capital stock of latter. 
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Finance No. 71938. Reading Co. asks approval of operating con- 
tract with Williams Valley Railroad Co. Applicant owns 54.2 per cent 
of the capital stock of the latter. 

Finance No. 7194. Oregon Short Line Railroad Co. asks authority 
to operate jointly with the Western Pacific Railroad Co. trackage 
authorized to be constructed by the Western Pacific in Finance No. 
6564, at Wells, Nev., ve my. the main line of the Western Pacific 
with the Wells branch of the Oregon Short Line. 

Finance No. 7195. Reading Co. asks authority to acquire the line 
of railroad of the Bloomsburg & Sullivan Railroad Co., extending from 
a connection with applicant’s line at Bloomsburg, Pa., to Benton, Pa., 
a distance of about 20 miles. The - licant recently bought the 
ga et at forced sale for $70,000, su Ject to the approval of the 

ommission. 

Finance No. 7198. Charleston & Western Carolina has applied 
for authority to issue $1,919,662 of series B 5 per cent first consolidated 
mortgage bonds to be held in the carrier’s treasury to represent 
capital expenditures not heretofore capitalized. : 

Finance No. 7199. The Alton Southern has applied for authority 
to issue and sell, at par, for cash, $1,000,000 of additional capital 
stock to the Aluminum Co. of America, to cover expenditures on 
capital account some of which have been and some of which are 
to be made. 

Finance No. 7196. St. Paul & Kansas ay Short Line Railroad 
Co. and the Chicago, Rock Island & Pacific Railway Co. ask authority 
to extend the line of railroad from Allerton, Ia., to Birmingham, Mo. 
The Rock Island controls and operates the property of the St. Paul 
& Kansas City Short Line. It is proposed that the Short Line Will 
construct a new line from Coburn, Mo., to Birmingham, Mo., a dis- 
tance of about 84 miles. In order to insure the continuity of the Short 
Line’s line of railroad, according to the application, the Short Line 
desires to extend its lines from their present terminus at Allerton, 
Ia., to Coburn, by means of a joint trackage agreement for the full, 
joint and equal use of the Rock Island’s main line between Allerton 
and Coburn, a distance of 53.38 miles. The Rock Island proposes on 
the completion of the new line from Coburn to Birmnigham to extend 
its own lines by taking over and operating the new line under lease 
as is the existing line of the Short Line. The extension will give the 
Rock Island system a continuous line of its own from Trenton via 
Birmingham into Kansas City. 


SOO LINE VALUATION 

Valuation No. 370, Minneapolis, St. Paul & Sault Ste. Marie Rail- 
way Co. et al., opinion No. B-695, 143 I. C. C. 547-813, final value 
found as follows: 

1. Final value for rate-making purposes, as of June 30, 1916, 
of the property owned or used by Minneapolis, St. Paul & Sault Ste. 
Marie Railway Company for common-carrier purposes found to be 
as follows: Owned and used, $104,910,000; used but not owned, $402,831; 
and owned but not used; $214,525. 

2. Final value for rate-making purposes, as of June 30, 1917, of 
property owned or used by Wisconsin Central Railway Company for 
common-carrier purposes found to be as follows: Owned and used, 
$46,040,000; and used but not owned, $5,885,598. 

8. Final value for rate-making purposes, as of June 30, 1917, of 
common-carrier property owned by Central Terminal Railway Com- 
pany, but not used by it, found to be $5,290,000. 

4. Final value for rate-making purposes, as of June 30, 1917, of 
common-carrier property owned by Gogebic and Montreal River Rail- 
road Company, but not used by it, found to be $560,000. 

5. Final value for rate-making purposes, as of June 30, 1916, of 
the property owned and used by Minnesota Northwestern Electric 
Railway Company for common-carrier purposes found to be $931, and 
of property used but not owned, $209,000. 

6. Final value for rra, purposse, as of June 30, 1917, of 
the property owned and used by Wisconsin & Northern Railroad Com- 
pany for common-carrier purposes found to be $1,934,100, and of 
property used but not owned, $22. 

The carriers involved contended for final values as follows: Soo 
Line, $154,389,900; Wisconsin Central, $70,469,997; Central Terminal, 
$7,227,451; Gogebic & Montreal, $918,134; Minnesota Northwestern, 
$309,617; Wisconsin & Northern, $2,510,411. The report said these 
amounts included excess cost of lands and incidental expenses, and 
interest and taxes on lands during construction—items that were not 
included in the values tentatively found in the tentative valuation 
report in the case. 


COMMISSION ORDERS 


I. and S. 3136, class and commodity rates via Baltimore & 
Carolina Steamship Co. of Baltimore City. Motion to vacate 
order of suspension and for argument on motion denied. 

I. and S. 3061, railway car material between points in Illinois 
Classification territory. Protestants’ petition for reargument 
and postponement of effective date of order denied. 

No. 18571, San Diego Oil Products Corp. vs. San Diego & 
Arizona et al. Defendant’s petition for rehearing denied. 

No. 15445, McCormick Warehouse Co. vs. Pennsylvania 
et al. Petition for reopening and argument before entire Com- 
mission filed by intervener, Terminal Warehouse Co., denied. 

No. 19366 (and Sub. 1), Magnolia Petroleum Co. vs. Santa 
Fe et al. Proceeding reopened for reconsideration and reargu- 
ment. 

No. 21334, the American Sugar Refining Co. et al. vs. Bur- 
lington et al. Great Western Sugar Co. permitted to intervene. 

No. 18856, Pocahontas Fuel Co., Inc., vs. Virginian. Com- 
plainant’s petition for reargument denied. 

No. 11214, application of U. S. Steel Products Co. et al. 
under provisions of section 5 of interstate commerce act in 
connection with ownership and operation of steamer lines 
through the Panama Canal. This proceeding is reopened for 
hearing, at such time and place as the Commission may here- 
after direct, in connection with applicant’s request. 

No. 18311, E. C. Klipstein & Sons Co. vs. Central Railroad of 
New Jersey et al. Proceeding reopened for reconsideration on 
record as made. 

No. 17801, in the matter of car hire settlements between 
railroads. Motion of Lime Rock Railroad to strike certain por- 
tions of brief filed by American Railway Association denied. 
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No. 19462, Liberty Cooperage & Lumber Co. vs. Wabash 
et al. Complainant’s petition for reargument denied. 

No. 18914, Thompson Drug Co. vs. Beaumont, Sour Lake & 
Western et al. Defendant’s petition for reconsideration as to 
reparation denied. 

No. 18511, Southern Roads Co. vs. Galveston, Harrisburg 
& San Antonio et al. Proceeding reopened for further hearing 
at such time and place as Commission may hereafter direct. 

No. 17565, Quanah Cotton Oil Co. et al. vs. Santa Fe et al. 
Defehdants’ supplemental petition for rehearing and/or recon- 
sideration and for consolidation with 17000, part 8, cottonseed 
investigation, denied. 

No. 18978, Pine & Cypress Manufacturing Co. vs. Chesapeake 
& Ohio. Complainant’s petition for reopening, further hearing 
and for argument before Commission denied. 

No. 16827, Commercial Club of Fargo, N. D., et al. vs. Great 
Northern et al. Complainants’ petition for rehearing denied. 

No. 20390, Atlantic Coal Tar Distillates vs. Pennsylvania 
et al. Complainant’s petition for further hearing and further 
consideration denied. 

No. 21334, American Sugar Refining Co. et al. vs. Burlington 
et al. Denver Chamber of Commerce permitted to intervene. 

No. 17522, Traffic Bureau, Chamber of Commerce, Lynchburg, 

Va., vs. Southern et al. Defendants’ petition for reconsidera- 
tion denied. 
No. 19282, David Berg Industrial Alcohol Co. vs. Reading 
Complainant’s petition for rehearing and reargument denied. 
No. 18000, H. Barschi & Son et al. vs. Baltimore & Ohio 
et al. Proceeding reopened for reconsideration on record as 
made. 

No. 17962, Memphis Freight Bureau, for U. S. Bedding Co., 
vs. Santa Fe et al. The order entered in this proceeding on 
July 6, 1928, which was by its terms made effective October 5, 
1928, upon 30 days’ notice, and subsequently modified to become 
effective on December 10, 1928, has been further modified to 
become effective on June 10, 1929, instead of December 10, 1928. 

No. 15823, Duluth Chamber of Commerce vs. Chicago & 
North Western et al., and No. 15824, Grand Forks Commercial 
Club vs. Chicago & North Western et al. These proceedings 
have been reopened for reargument. 

No. 15912, Ohio Farm Bureau Federation et al. vs. Ahnapee 
& Western et al., No. 19901, Armour Fertilizer Works vs. Akron, 
Canton & Youngstown et al., and No. 20235, National Fertilizer 
Assn., Inc., vs. Akron, Canton & Youngstown et al. The order 
of July 11, effective Oct. 5, 1928, and which was subsequently 
modified so as to become effective December 5, has been fur- 
ther modified so as to become effective March 5, on statutory 
notice. 

No. 18965, Albert Lea Packing Co. vs. Milwaukee et al. 
Proceeding reopened for further argument. 

No. 15474, Charles Wolff Packing Co. vs. Arkansas Western 
et al. Petition of defendants for reconsideration upon record as 
made and for modification of Commission’s decision and order 
denied. 

No. 21480, Wm. Wrigley, Jr., Co. et al. vs. Aberdeen & 
Rockfish et al. Blatz Gum Co. permitted to intervene. 

No. 17573, Charles A. Krause Milling Co. vs. Baltimore & 
Ohio et al. Petition of complainant for reconsideration denied. 

No. 19557, Chicago Gravel Co. vs. Indiana Harbor Belt et al. 
Petition of complainant for reopening and consolidation with 
19610,, Switching Rates in Chicago Switching District, denied. 

No. 21355, Supreme Lodge of the World, Loyal Order of 
Moose, vs. Burlington et al. The Champion Coated Paper Co. 
permitted to intervene. 

No. 15292, Traffic Bureau of Nashville vs. Louisville & Nash- 
ville et al. Complainant’s petition for reconsideration of denial 
of damages and defendants’ motion to dismiss that petition for 
alleged failure to comply with rule XV (e) of Rules of Prac- 
tice denied. 

No. 21245, Independent Oil Co. vs. Santa Fe et al. 
Oil Co. (Indiana) permitted to intervene. 

No. 21262, Green Bay Association of Commerce et al. vs. 
Santa Fe et al. Milwaukee Association of Commerce per- 
mitted to intervene. 

No. 21032, Interstate Commerce Commission vs. Baltimore 
& Ohio. The Allied Civic Improvement and Protective Asso- 
ciation of Baltimore permitted to intervene. 

No. 20912, Illinois Coal Traffic Bureau vs. Alton & Eastern 


Co. 


Standard 


et al. Board of Railroad Commissioners of State of South 
Dakota permitted to intervene. 
Finance No. 2332, Bonds of Carolina & Georgia. Order 


entered on May 23, 1922, vacated and set aside. 

No. 18364, Georgia Public Service Commission vs. Atlantic 
Coast Line. Petitions for reargument and reconsideration filed 
by Railroad Commission of Florida and by intervening defend- 
ants and petition of Wilson Lumber Co. for leave to intervene 
and for reconsideration and reargument, denied. 

Finance No. 6473, proposed abandonment of branch line by 
Delaware & Hudson Co. Petition of Delaware & Hudson for 
reargument before Commission denied. 

No. 21206, Sub. 4, Southeast Kansas. 
Tennessee & Northern et al. 
permitted to intervene. 


Inc., vs. Alabama, 
Topeka Chamber of Commerce 
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No. 21354, Chamber of Commerce, Hastings, Nebr., et al,, 
Chicago & North Western et al. Traffic Bureau of Grand slang 
Chamber of Commerce permitted to intervene. 

No. 21542, The Colonial Iron Co. vs. Arcade & Attica Rai. 
road Corp. et al. General Chemical Co. permitted to intervene 

No. 21209, Aalfs Paint & Glass Co. et al. vs. Santa Fe et al 
The Libbey-Owens Sheet Glass Co.; Harding Glass Co.; Inte. 
state Window Glass Corp.; Baker Bros. Glass Co.; Vic 
Window Glass Co. and Wichita Falls Window Glass Co. pg. 
mitted to intervene. 

No. 21467, East Texas Chamber of Commerce et al, 
Jefferson & Northwestern et al. Arizona Hay Traffic Assn, 
permitted to intervene. 

No. 20181, Superior Zinc Corp. vs. Central Railroad of Ney 
Jersey et al. The New Jersey Zinc Co.; The New Jersey Zing 
Co. (of Pa.), and Mineral Point Zinc Co. permitted to intervene 

No. 16845, Iola Cement Mills Traffic Association et al, ys 
Alabama & Vicksburg et al. The effective date of the order of 
July 13, 1928, as subsequently amended has been further post. 
poned to March 1, 1929. 

No. 21222, Carpenter Paper Co. et al. vs. Santa Fe et al. ang 
No. 21332, Advance Bag & Paper Co., Inc., vs. Baltimore ¢ 
Ohio et al. West Virginia Pulp & Paper Co. permitted to inter. 
vene. 

Finance No. 7095, application of Surry, Sussex & Southam. 
ton for certificate to construct a line of railroad in Southampton, 
Surry and Prince George Counties, Va. Town of Franklin, Va, 
permitted to intervene. 







PETITIONS FOR REHEARING, ETC. 


I. and S. 3105, lumber from Florida points to eastern ter. 
ritory. Atlantic Coast Line and others ask for postponement of 
effective date of Commission’s order and for reopening and 
reconsideration, and for oral argument before the Commission. 

No. 15082, Capital Grain & Feed Co. et al. vs. Illinois Centra] 
et al. Complainants ask for an enforcement of the findings 
and order of the Commission in respect to the undue prejudice 
and violation of the third section of the act. 

No. 21478, Federated Metals Corp. vs. St. Louis-San Fran- 
cisco et al. The Rock Island, one of the defendants, moves to 
strike the complaint filed herein or to make it more definite and 
certain. 

No. 19988, Meridian Traffic Bureau, for Merchants’ Specialty 
Co., vs. Gulf, Mobile & Northern et al. Defendants ask for 
reopening and/or reconsideration. 

No. 14087, Indiana State Chamber of Commerce vs. Santa 
Fe et al. Big Four asks to have order amended granting fourth 
section relief in connection with rates to certain Indiana stations. 

No. 19747, Morris Gofnick et al. vs. Rock Island. Defendant 
asks for reopening and reconsideration on present record and 
for reargument. 

No. 18097, J. P. Bourgoin & Co. vs. Montpelier & Wells 
River et al. Complainant asks for rehearing therein. 

No. 18613, Shoe Polish Manufacturers’ Association of Amer- 
ica vs. New Haven et al. Complainant asks for rehearing or 
reargument. 

No. 20070, Consumers Material Corp. vs. Santa Fe et al. 
Complainant asks for further hearing to submit proof of special 
damages under section 3 to support award of reparation. 

No. 16613, State of Colorado et al vs. Santa Fe et al. and 
No. 16614, et al., Same vs. Same. E. B. Boyd, as agent and 
attorney for lines parties to Commission’s order in I. C. C. No. 
16613, 16613, Sub. 1 and 16614, asks the Commission to postpone 
the effective date of its order in these cases until March 19. 

No. 17212, Parkersburg Rig & Reel Co. vs. Santa Fe et al. 
Complainant asks for further hearing in respect of rates for 
the future to Kansas. 

No. 13535, et al. Consolidated Southwestern Cases. South- 
western carriers ask for modification of the reports and orders 
in. these cases. 

o. 20079, Newport Rolling Mill Co. vs. Santa Fe et al., 
No. 18690, American Zinc Products Co. vs. Frisco et al. and 
No. 19072, Chapman Price Steel Co. vs. Santa Fe et al., inter- 
veners, Athletic Mining and Smelting Co. and Quinton Spelter 
Co., in support of petition of southwestern lines for rehearing 
and postponement of effective date of order, pray that a rehear- 
ing be granted in these cases and that motion of complainant in 
No. 18690 to dismiss carriers’ petition be denied. 


REFRIGERATION CHARGES 


The Commission has made public a letter written by William 
P. Bartel, director of the bureau of service, and John L. Rogers, 
special examiner, to Henry Thurtell, counsel for the carriers, 
making corrections in the text of the proposed report in No. 
17936, in re refrigeration charges on fruits, vegetables, berries 
and melons from the south, with respect to computations as 
to haulage of ice costs and ice costs. The letter stated that 
haulage of ice costs were overstated and that ice costs on cer- 
tain shipments were higher than normal costs because of ab- 
normal conditions. It was stated that the letter might be 
regarded as supplementing and correcting the proposed report 
as issued. 





Nove 


















ter. 
ent of 
= and 
ission, 
entra] 
dings 
judice 


Fran. 
es to 
> and 


‘ialty 
° for 


anta 
urth 
ons. 
dant 
and 


ells 


ner- 
or 


al. 
ial 


nd 
nd 
Yo. 
ne 
19. 
al. 
or 


h- 
rs 











November 17, 1928 


MEAT RATES FROM TOPEKA, KANS. 


Attorney-Examiner W. A. Disque, in No. 20276, Allied 
Packers, Inc., et al. vs. Abilene & Southern et al., has recom- 
mended that the Commission find unreasonable the rates on 
fresh meats, packing house products, green salted hides, and 
inedible grease, carloads, from Topeka, Kans., to destinations 
east of the Indiana-Illinois state line and in southeastern and 
Carolina territories, when they serve as factors in the lowest 
combinations to the destinations under consideration, to the 
extent they exceed or may exceed those contemporaneously in 
effect from Missouri River cities by more than 4 cents. 

“As this finding does not require and reductions in the 
rates,” says the proposed report, “reparation is denied. See 
Robinson Milling Co. vs. A. & S. Ry. Co., 109 I. C. C. 595.” 

The proposed report, it is believed, clearly indicates the 
examiner’s idea that rates from Missouri River cities should be 
raised as a method for correcting the rate situation about which 
these packers, with plants at Topeka, as well as at other 
points, made complaint. The complainants sought to have 
Topeka, sixty-five miles west of Kanass City, placed on a rate 
parity with Kansas City and other Missouri River cities. The 
railroads objected, claiming, among other things, that rates 
from Missouri River cities were depressed. 

“The carriers,” says Disque in connection with the point 
about depression, “in the public interest should be urged to 
undertake, promptly, the correction of maladjustments that are 
injurious to themselves as well as to shippers.” 

The complaint originally alleged that the rates, in addition 
to being unreasonable, were unduly prejudicial as compared with 
those from packing centers on the Missouri River and elsewhere 
in the west. The report says that the allegation about undue 
prejudice was withdrawn. 

Disque said that rates to the territories of destination cov- 
ered Were made on combination, either Chicago or on the Ohio 
and Mississippi River crossings, the factors being either locals 
or proportionals. 


Complainants’ case, Disque said, as a practical matter, was 
directed entirely against the initial factors, that is, the 
factors from Kansas City to the combination point. He said 
the factors on traffic from Topeka to southeastern and Carolina 
territories were 2 and 2.5 cents higher than those from Kansas 
City, except that to certain Ohio River crossings to destinations 
in Carolina territory they were 4 or 5 cents higher than those 
from Kansas City. The factors on traffic to the destinations 
east of the Indiana-Illinois state line, he said, were 9 cents 
higher than: those from Kansas City, except that on hides the 
difference against Topeka was 4.5 cents to Mississippi cross- 
ings and 8 cents to Chicago. 


“Complainants,” says the report, “seek to have Topeka 
grouped with Kansas City. For the purposes of the case they 
assume that the Kansas City rates are reasonable maxima and 
high enough to be applied also from Topeka.” 


Disque reproduced several tables of rate comparisons, dis- 
cussing the adjustment in considerable detail. In disposing of 
the case, he said: 


In Meats and Packing House Products, 136 I. C. C. 651, we re- 
cently approved a scale of rates for general application in the 
southwest on the commodities under consideration. The percentage 
of progression according to distance reflected by that scale, if ap- 
plied in making the rates from Topeka with relation to the present 
rates from Kansas City, would generally reduce the rates from To- 
— ~ no particular reason appears for measuring them by that 
standard. 

Butter, eggs and dressed poultry have a common rate from Topeka 
and Kansas City to Chicago, 76 cents. But this is an exceptional in- 
stance’ of parity. Eastbound rates on classes and commodities in 
general from Topeka exceed those from the Missouri River by con- 
siderably greater amounts than do those here assailed. On most com- 
modities the differences against Topeka far exceed those complained 
of. Defendants fear that if reductions are required in this case they 
will be called upon to reduce their rates on practically all traffic 
from points in trans-Missouri territory. 

Defendants contend that the rates from the Missouri River are 
depressed below a reasonable maximum level and that they should 
not be recognized as meastires for rates from ‘Topeka. Their testi- 
mony on this point is that the rates from the Missouri River are a 
reflection of rates prescribed by the Missouri authorities for the 
distance of 200 miles from St. Joseph to Hannibal, Mo., whereas a 
fair rate-making distance for hauls in general between the rivers 
is nearer 300 miles; also that there is strong carrier competition 
east of the Missouri River, which is not present in the same degreé 
with respect to traffic from Topeka. It is further testified that there 
is a much greater volume of traffic east of the Missouri River than 
west thereof, which it is claimed tends toward a lower basis of rates 
than would otherwise apply east of the river. Defendants urge that 
the fact that rates in general from the Missouri River are so much 
lower than those from Topeka indicates that depressing influences 
have been at work. 

If the. rates east of the Missouri River are below reasonable 
maxima, the depression is due to conditions that are or should be 
now only matters of history. We can make no real progress in 
rate-making if we continue to recognize them. The carriers in the 
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public interest should be urged to undertake promptly the correction 
of maladjustments that are injurious to themselves as well as to 


shippers. In this connection reference may be made to that por- 
tion of the Hoch-Smith Resolution which calls for a constructive 
revision of rates in general. 

The record establishes that the rates assailed to the Mississippi 
and Ohio rivers and to Chicago, when they serve as factors in the 
lowest combinations to the destinations under consideration, are 
and for the future will be unreasonable where and to the extent 
that they exceed or may exceed those contemporaneously in effect 
from the Missouri River cities by more than 4 cents. As this finding 
does not require any reductions in the rates, reparation is denied. 
See Robinson Milling Co. vs. A. & S. Ry. Co., 109 I. C. C. 595. 


BUS COMPLAINT DISMISSED 


Attorney Examiner Leo J. Flynn, in No. 16552, A. Jaloff 
doing business as Columbia Stages vs. Spokane, Portland & 
Seattle et al., has recommended that the Commission find that 
the allegation of the complaint that the acts of the defendants 
railway company in incorporating a subsidiary company and 
operating through that company, a motor bus line between 
Portland and Astoria, Ore., are in violation of the provisions 
of paragraph 18 of Section 1 of the interstate commerce act 
relating to the obtaining of a certificate of public convenience 
and necessity and of section 15a of the act relating to the re- 
capture, by the government, of excess earnings of common 
carriers, had not been sustained. 

Flynn further recommended that the Commission condemn 
practices of the railway company in the sale of passenger 
tickets, which may be used interchangeably for train or motor 
bus travel. Further, he said the Commission should find that 
it was without jurisdiction to determine whether the articles 
of incorporation of the railway company permitted it to engage 
in motor transportation by the organization of a separate com- 
pany for that purpose. Therefore, Flynn recommended the dis- 
missal of the complaint. 

By means of this complaint, Jaloff sought to have the Com- 
mission condemn the railroad motor bus enterprise which came 
into competition with the bus service performed by the com-, 
plainant. The complaint alleged that the railroad company op- 
erated a bus line through a subsidiary, the Spokane, Portland 
& Seattle Transportation Company, between Portland and As- 
toria, Ore., paralleling the line of the railway company and in 
competition with the complainant’s bus line. Jaloff further 
alleged that the railway company in incorporating and main- 
taining the transportation company did so in contravention of 
the railway company’s charter and of certain provisions of the 
interstate commerce act. The Commission was asked to re- 
quire the railway and its subsidiary to cease and desist from 
the alleged violation of the interstate commerce act. 

After the hearing the Commission was advised by the com- 
plainant’s counsel that Jaloff had sold his bus line to the rail- 
way’s transportation company, but that in view of the interest 
of other bus lines operating in the same general territory there 
was no desire to dismiss the complaint. 


In 1924 the railroad company incorporated the transporta- 
tion company by some of the principal officers of the railroad 
company. The S. P. & S. owns all the capital stock of the 
transportation company. All the cash used by the transporta- 
tion company in the purchase of the equipment, $62,000, was 
advanced by the railroad company which later made loans to 
the transportation company of about $10,000 to cover operating 
losses. 

The complainant contended that the railway company, by 
embarking in the bus business, in effect, had extended its line 
without having first obtained a certificate of public convenience 
and necessity as required by paragraph 18 of section 1. In 
answer to that Flynn said that in Tariffs Embracing Motor- 
Truck or Wagon Transfer Service, 91 I. C. C. 539, the Commis- 
sion found that its jurisdiction did not cover truck service 
which extended beyond terminal districts and became what 
was commonly designated as a line-haul and which might in 
effect act as an extension of the lines of a rail or water carrier. 
He said that in the present state of the law the railway com- 
pany was not required to obtain a certificate of convenience 
and public necessity before it commenced the operation of the 
bus line through its subsidiary. 

Another contention made by the complainant was that the 
investment of the railway company’s funds in the transporta- 
tion company and advances made to the latter without first ob- 
taining the authority of the Commission was a diversion of 
railway company’s funds contrary to the provisions of section 
15a relating to recapture of excess earnings. 

Flynn said the investment of the railway company’s funds 
in the stock of the railway company and loans made to the 
latter were charged on the railway company’s books to the 
account of investment in affiliated companies. No charge, he 
said, had been made to railway operating expenses by reason 
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of the advances made to the transportation company. It did 
pot appear, he said, that the books of the railway company 
were. not kept in compliance with the Commission’s account 
regulations. The record, Flynn said, did not disclose a violation 
of the provisions of the act relating to the recapture of excess 
earnings. 

Only in the matter of selling tickets that could be used on 
either the busses or railway trains, did Flynn find anything 
not in consonance with the law. He said there was no ref- 
erence in the railway tariffs to the transportation company’s 
service. Nor, said he, did the evidence show the allowances 
made to the transportation company for any service rendered 
by it to passengers traveling on tickets sold by the railway 
company. He said that if the allowance was such that the 
amount accruing to the railway company for the actual rail 
service rendered by it independent of any transportation by 
the bus line was less than the published fare for such rail 
transportation there was a violation of the act. He said the 
law required that all charges for transportation, subject to the 
interstate commerce act, be filed and that such charges be col- 
lected without deviation. He said charges for service subject 
to the act had to be collected and retained entirely by the rail- 
Way company and that it was not a compliance with section 6 
to publish a through fare which covered rail service by the 
railroad and bus service performed by the transportation com- 
pany without separately stating the charge for the rail service. 
In support of that he cited Motor Bus and Motor Truck Opera- 
tion, 140 I. C. C. 685. 


The Commission, Flynn said, should require carriers sub- 


ject to the act when filing tariffs which cover a combination of 
rail and motor bus service to comply with provisions of the act 
and tariff regulations of the Commission relative thereto. 

In disposing of the matter Flynn said that it was not within 
the province of the Commission to determine whether it was 
or was not within the terms of the railway company’s charter 
to incorporate the transportation company. 


PROPOSED EXCELSIOR BASIS 


Attorney-Examiner George M. Curtis, in No. 20505, Halls- 
boro Manufacturing Co. vs. Atlantic Coast Line et al., has rec- 
ommended that the Commission find unreasonable the rates on 
excelsior, carloads, from Hallsboro, Norfolk, Portsmouth, Rich- 


@ mond, Petersburg, Ashland and Jarrett, Va., to Louisville, Ky., 


Cincinnati, Cleveland and Columbus, O., and St. Louis, Mo., to 
the extent they exceeded or may exceed 27.5 per cent of the 
first class rate applicable from the points of origin to the points 
of destination mentioned. . Curtis said that in Hallsboro Manu- 
facturing Co. vs. Southern, 144 I. C. C. 13, the Commission pre- 
scribed a maximum rate of 27 cents on excelsior from Hallsboro 
to New York, N. Y., for a distance of 368 miles. He said, how- 
ever, the level of rates in central territory was somewhat less 
than in trunk line and southern territories. He said that no 
order for the future was necessary pending a compliance, by 
the carriers, with the findings and order of the Commission in 
Hay, Straw and Excelsior, 146 I. C. C. 664. 


RECONSIGNMENT CHARGE UNREASONABLE 

In No. 20996, United Engineering and Foundry Co. vs. Penn- 
sylvania, Examiner T. Leo Haden has recommended that the 
Commission find applicable but unreasonable, the collection of 
a reconsignment charge of $6.30 on a carload of pig iron shipped 
from Jackson, O., to Trafford, Pa., reshipped to Pittsburgh, Pa., 
in March, 1926. Haden said the defendant’s contentions in this 
case were substantially those considered in division 4, in Cohen 
& Son vs. D. L. & W., 128 I. C. C. 727, wherein that division 
found the imposition of the charge unreasonable. 


SLAG REPARATION 

A finding of unreasonableness and an award of reparation 
have been recommended by Examiner William A. Maidens, in 
No. 20810, Cone Brothers Construction Co. vs. Southern et al., 
as to the rate on slag charged on shipments between October 
31, 1926, and April 30, 1927, from Woodward, Ala., to Hills- 
borough (now Temple Terrace Junction), Fla. Maidens said 
the rate should be found unreasonable to the extent it exceeded 
$3.05 per net ton. That was the rate that would result from the 
use of the scale prescribed in Rates on Chert, Clay, Sand and 
Gravel, 140 I. C. C. 865. 


COTTON PIECE GOODS 


Examiner 8. A. Aplin, in No. 20578, Globe Superior Corpora- 
tion vs. Southern Railway, has recommended that the Commis- 
sion find unreasonable the rates on cotton piece goods, any 
quantity, from Pell City, Ala., to Commerce, Ga., to the extent 
it exceeded, exceeds, or may exceed 55.5 cents, award reparation 
and prescribe that rate for the future. 


SPRINGS AND MATTRESSES 


Examiner A. E. Later has proposed the dismissal of No. 
21009, Simmons Co. vs. Chicago & North Western et al., on a 
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finding that the rates on box springs and cotton mattresses jy 
mixed carloads with metal beds and other articles taking th, 
same rate from Kenosha, Wis., to Detroit, Mich., is not unreg 
sonable. 


STOVE PIPE AND ELBOWS 
An order of dismissal has been recommended by Examine; 
W. A. Hill, in No. 21004, Wimberly & Thomas Hardware (Co, Vs 
Pennsylvania et al., on a finding that the rate on iron stove pipe 
and stove pipe elbows, in mixed carloads, from Dover, O., to Bir. 
mingham, Ala., is not unreasonable. 


LINOLEUM TO LOS ANGELES 
Examiner John J. Crowley has advised the Commission to 
dismiss No. 20876, Baker Brothers, Inc., vs. Santa Fe et al, on 
a finding that the rates on linoleum, in less than carloads, from 
St. Louis, Mo., Chicago, Ill., to New York, N. Y., to Los Angeles 
Cal., are not unreasonable or otherwise unlawful. . 


PAPER PULPBOARD 


Examiner W. A. Hill has recommended the dismissal of No, 
20842, Carpenter Paper Co. vs. Chicago & Alton et al., on a find. 
ing that the rate charged on a carload of paper pulpboard 
shipped from Indianapolis, Ind., to Omaha, Neb., in March, 1925, 
was not unreasonable. 





PLATE AND WIRE GLASS 


Attorney-Examiner John McChord has proposed the dismis. 
sal of No. 20770, F. Cooledge & Sons vs. Atlantic Coast Line et al,, 
on a finding that the rates charged on plate and polished wire 
glass, carloads, from Washington, Pa., Saginaw, Mich., and To- 
ledo, O., to Sanford, Fla., within two years, prior to February 11, 
1928, were not unreasonable or unduly prejudicial. 


WARTIME WOOD PULP 


Examiner Charles W. Berry, in No. 20614, Atlantic Paper 
& Pulp Corporation vs. Savannah & Atlanta et al., has recom- 
mended that the Commission find unreasonable the rates on 
shipments of wood pulp, carloads, moving from Port Wentworth, 
Ga., directly to Pepperell, Mass., and from Port Wentworth 
to Boston, Mass., and reconsigned at Boston to Pepperell and 
award reparation. The shipments were made in October, No- 
vember and December, 1917. Berry said the Commission should 
find that the joint rate charged on shipments from Port Went- 
worth to Pepperell was unreasonable to the extent it exceeded 
31.8 cents; that the combination rate from Port Wentworth 
to Boston and thence to Pepperell was unreasonable to the 
extent that the component joint rate factor to Boston exceeded 
31.8 cents and that the complainant was entitled to reparation 
amounting to $5,368.63, with interest. He said that an order 
should be entered against the corporate carriers named as de- 
fendants as they participated prior to January 1, 1918, in the 
movement of the shipments from Port Wentworth to Pepperell 
and Boston. 


RAILWAY TRACK MATERIAL 


Examiner Horace W. Johnson has recommended the dis- 
missal of No. 20202, Birmingham Rail & Locomotive Co. vs. 
Alabama Great Southern et al., on a finding that rates on rail- 
way track material, from points in Arkansas to the Birmingham, 
Ala., district are not unreasonable or unduly prejudicial. 


SPRING ASSEMBLY RATES 


In No. 17780, Burlington Shippers’ Association vs. Chicago, 
Burlington & Quincy et al., Examiner T. P. Wilson has recom- 
mended that the Commission find inapplicable the rates charged 
on spring assemblies, in carloads, and on spring assemblies and 
fixtures, in mixed carloads, from Chicago, Ill., to Burlington, Ia., 
and award reparation. He said the Commission should find that 
the applicable rate on four shipments was 28 cents, minimum 
30,000 pounds; that the same rate was applicable on eleven 
shipments except those of the eleven on which lower charges 
would have accrued at a rate of 33.5 cents, minimum 20,000 
pounds; and that the applicable rates were and are not un- 
reasonable. 


FUEL OIL REPARATION 

Attorney-Examiner John McChord, in No. 20475, Simmons 
Construction Co. vs. Norfolk Southern, has recommended that 
the Commission find unreasonable the rates on fuel oil from 
Norfolk, Va., to Mansfield, Newport and Beaufort, N. C., in 
1925 and 1926, to the extent they exceeded 22 cents per 100 
pounds, the rate established after the shipments in question 
moved, and award reparation. The complaint alleged violation 
of sections 1, 3 and 6, but at the hearing the allegations about 
all sections other than the first were withdrawn. 

At the time the shipments moved the only rate was one 
of 32 cents applicable on petroleum and its products. On 
November 25, 1926, the Norfolk & Southern published a specific 
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commodity rate of 22 cents on crude gas and fuel oils, as part 
f the general revision made in the petroleum rate structure 
the south in accordance with an agreement among the 
southern carriers. The Norfolk Southern claimed that therefore 

aration should not be awarded. 

McChord pointed out that the revision of rates on fuel and 
other heavier oils was agreed upon and authorized, by the 
carriers, in 1924 and that the defendant, shortly thereafter, 
ublished the reduced rates to some points on its line. He 
said the failure of the carrier to publish the rates upon which 
reparation was sought long before the shipments moved because 
such rates had not been asked for by the complainant of itself 
added weight to the other facts of record to show that the rates 
charged were unreasonable. He recommended that reparation 
be awarded, to the basis of the reduced rates, with interest. 


CRUSHED STONE OVERCHARGE 


Attorney-Examiner George M. Curtis, in No. 21014, Connell 
& Lamb vs. Baltimore & Ohio et al., has proposed that the Com- 
mission shall find that shipments of crushed stone, from Martins- 
burg and Kearneysville, W. Va., to Erwin, W. Va., over an inter- 
state route, and to Offutt, Md., made prior to April 26, 1928, 
were overcharged to the extent of 30 cents per net ton, under the 
principle laid down in Sligo case, 62 I. C. C. 643, and 73 I. C. C. 
551, and award reparation to the basis of a rate of $1.60 to 
Erwin and $1.35 to Offutt. 


CONCRETE PIPE RATE 

A finding of unreasonableness, an award ‘of reparation and 
an order establishing new rates have been recommended by 
Examiner C. J. Peterson, in No. 19979, South Dakota Highway 
Commission vs. Minneapolis, St. Paul & Sault Ste. Marie et al., 
as to the rates on concrete pipe, carloads, from Watertown, S. D., 
to Victor, New Effingham and Hammers, 8. D., via interstate 
routes. The examiner said the Commission should find that the 
rates were, are and for the future would be unreasonable to 
the extent they exceeded, exceed or might exceed 18 cents to 
Victor and 18.5 cents to New Effingham and Hammers, minimum 
30,000 pounds. 


ONIONS, SPINACH AND FRUITS 


Examiner J. M. Fiedler, in No. 20931, John Amicon Brothers 
et al. vs, Baltimore & Ohio et al., has recommended that the 
Commission find that the Baltimore & Ohio misrouted certain 
carload and less-than-carload shipments of dried onions, canned 
spinach and dried fruits shipped from New York, N. Y., to 
Williamson, W. Va., and award reparation. That carrier routed 
them through Shenandoah Junction, W. Va., instead of over the 
cheaper route via Kenova, W. Va. The shipments were made in 
1926 and 1927. 


TRI-SODIUM PHOSPHATE 

Examiner Lewis L. Prout, in No. 20811, C. B. Dolge Co. vs. 
New Haven et al., has recommended that the Commission find 
unreasonable the rate on tri-sodium phosphate, in bulk, in bar- 
rels, carloads, from Marcus Hook, Pa., to Westport-Saugatuck, 
Conn., to the extent it exceeded or may exceed 23 cents, 40,000 
pounds minimum, prescribe that rate for the future and award 
reparation. 





RAW PEANUT ADJUSTMENT 

Examiner Burton Fuller, in No. 20455, Gordon Candy Co. 
et al. vs. Atlantic Coast Line et al., has recommended that the 
Commission find unreasonable but not unduly prejudicial the 
rates on raw peanuts, in carloads, from points in Georgia, North 
Carolina and Virginia to Omaha and Lincoln, Neb., prescribe 
new ones for the future, and award reparation. Fuller said 
that those parts of fourth section application No. 1898 and others 
for permission to maintain lower rates to St. Paul, Minn., and 
Burlington, Ia., than to Omaha and Lincoln should be denied 
and consideration of other parts of the applications deferred. 
The report also covers No. 20793, J. F. Garvey Co. vs. Atlanta, 
Birmingham & Atlantic et al. The title complaint alleged un- 
reasonableness, undue prejudice and violation of the fourth sec- 
tion, the preference alleged being for wholesalers at Chicago, 
Ill., St. Paul, Minn., St. Louis, Mo., and Burlington, Ia. 

Fuller said the rates should be found unreasonable to the 
extent they exceeded or might exceed to Omaha, the following: 
From Suffolk, Va., 102.5 cents; from Franklin, Va., 103.5 cents; 
Edenton, N. C., 103.5 cents, and from Albany, Ga., 87.5 cents; to 
Lincoln, from Suffolk, 110 cents; from Franklin and Edenton, 
111 cents, and from Albany, Ga., 87.5 cents. 


APPLE AND CABBAGE CHARGES 
Attorney-Examiner John McChord, in No. 20736, Fitch & 
Wilkinson vs. Seaboard Air Line et al., has recommended that 
the Commission find unreasonable, unjust and unauthorized the 
standard refrigeration charges imposed on two carloads of apples 
and cabbages from Wilson, N. Y., to Jacksonville, Ma., prescribe 
the reasonable charges to be exacted on shipments in the past 
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and in the future. He said that the Commission should find the 

charges unjust and unreasonable to the extent they exceeded 
or may exceed the cost of ice sufficient to fill the bunkers of 
each car at Potomac Yards, Va., amounting to 11,000 pounds, 
plus 20 per cent of $65 per car, the standard refrigeration charge. 

The complaint was filed on account of a suit brought by 
the Seaboard Air Line for the collection of unpaid refrigeration 
charges on two mixed carloads of apples and cabbages. The 
suit is for $65 on each car. No part of the charges for re- 
frigeration, the report says, has been paid an account of a dis- 
pute as to the applicable charges. One car moved under bill 
of lading instruction “Vents open to Potomac Yards, then fill 
bunker to capacity with ice, close vents to destination. One 
icing only.” The other moved under an instruction reading: 
“Vents closed to Potomac Yards. Ice to full capacity at Potomac 
Yards. No other icing beyond Potomac Yards.” 

Defendants contended that, regardless of the express direc- 
tion of the complainant in the bills of lading “ice at Potomac 
Yards only,” they should treat the direction as not authorized 
or binding, and that they should proceed to apply to the cars 
standard refrigeration and enforce the charge applicable, $65 
per car. McChord, after discussing the various parts of the 
refrigeration rules claimed to be applicable, came to the con- 
clusion that the instructions in the bills of lading were infer- 
entially the same as “do not reice’ and recommended that 
the charges be made on that basis. He said the complainant 
should promptly pay to the defendants, “as reparation,” the 
charges found reasonable. 


MEAT ANIMAL RATES 


In No. 19807, Alabama Packing Co. et al. vs. Alabama & 
Vicksburg et al., Examiner Horace W. Johnson has proposed 
that the Commission shall find unreasonable the rates on cattle 
and hogs from National Stock Yards, Ill., LaFayette and Indian- 
apolis, Ind., Sioux City, Ia., South Omaha, Neb., Kansas City and 
South St. Joseph, Mo., Oklahoma City, Okla., Ft. Worth, Tex., 
and various country points in Missouri, including Springfield, 
Aldrich, Bloomfield and Elwood, to Birmingham, Ala. 

Examiner Johnson said that the record did not sustain the 
allegation of undue prejudice. He said that the Commission | 
should follow White Provision Co. vs. A. B. & A., 118 I. C. C. 
601, decided November 29, 1926, and find that the rates on 
cattle and hogs from and to the various points of origin to 
Birmingham, Ala., are and will be unreasonable to the extent 
they exceed rates for 100 pounds based on and subject to the 
provisions of the distance scale set forth in that case. He said 
the finding should be confined to the future and reparation 
should be denied. 


. 


EGG CASE DISMISSED 
Examiner T. P. Wilson has proposed the dismissal of No. 
20863, Lake Region Cooperative Egg & Poultry Association vs. 
Chicago, St. Paul, Minneapolis & Omaha et al., on a finding 
that the rates on eggs, carloads, from Lake Benton, Minn., to 
New York, N. Y., and Boston, Mass., imposed between March 
16 and May 15, 1925, were applicable. 


STEEL TANKS TO MEXICO 
Examiner William A. Maidens has recommended that the 
Commission dismiss No. 20602, American Tank Company vs. 
Chicago, Rock Island & Gulf et al., on a finding that rates on 
steel tanks from Gary, Ind., and Bessemer, Ala., to Artesia, 
N. Mex., are not unreasonable or otherwise unlawful. 


BULK APPLE RATE 


Examiner H. L. Main has proposed the dismissal of No. 
21057, Joseph K. Exall & Co. vs. Chicago, Burlington & Quincy 
et al., on a finding that the rate charged on five carloads of 
bulk apples, shipped from Barry, Ill., to Paducah, Ky., in Octo- 
ber, 1925, was applicable. 


LUMBER RATE INAPPLICABLE 


Examiner W. A. Hill, in No. 21176, A. P. Brewer Lumber 
Company vs. St. Louis-San Francisco et al., has recommended 
that the Commission find that the rate charged on a carload of 
lumber shipped from Fort Towson, Okla., to Omaha, Neb., in 
May, 1927, was inapplicable and that the applicable rate be 44.5 
cents. He recommended reparation amounting to $21.04. 


COTTON RATES UNREASONABLE 

In a proposed report in No. 19788, New Bedford Board of 
Commerce vs. Atlanta & West Point et al., Examiner Paul A. 
Colvin has recommended that the Commission find unreason- 
able, but not otherwise unlawful, the rates on many carloads 
of cotton compressed in bales which moved rail-water-and-rail 
from New Bedford, Mass., to Barnesville and Thomaston, Ga., 
to the extent that they exceeded $1.035 and award reparation 
to the Fiske Rubber Co. The complaint asked for reasonable 
rates, but after the hearing, according to the report, the defend- 
ants reduced the rates in issue. The complainant thereupon 
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amended its complaint so as to confine issue to the question of 
reparation of 53 carloads from New Bedford to Barnesville and 
Thomaston in April and June, 1925, and July and August, 1926. 
Prior to the reduction the rate was $1.325. The report makes 
no explanation as to why cotton was moving from Massachusetts 
to Georgia in the periods mentioned. 


LINSEED OIL TO BIRMINGHAM 


In No. 20435, Benson Paint & Varnish Co. vs. Chicago & 
North Western et al, Examiner Horace W. Johnson has recom- 
mended that the Commission find unreasonable for the future 
but neither unreasonable nor unduly prejudicial in the past, the 
rate on linseed oil, carloads, from Milwaukee and North Mil- 
waukee, Wis., to Birmingham, Ala. He said that the Commission 
should find the rate unreasonable for future to the extent it 
may exceed 75 cents per 100 pounds. He said this finding should 
be without prejudice to the conclusions which might be reached 
in No. 17000 in so far as it involved rates on vegetable oils. 





LOS ANGELES UNIFIED OPERATION 


Assistant Director Shelby S. Roberts, of the Commission’s 
bureau of finance, in finance No. 6878, unified operation of rail- 
road facilities at Los Angeles Harbor, Calif., has recommended 
the grant of a certificate permitting the desired unification on 
condition that the area in which unified operation is to be 
conducted shall be enlarged. He has also recommended the 
authorization of the pooling of freights and the division be- 
tween the carriers of a part of the aggregate proceeds of their 
earnings. He said the application for permission to build a 
little less than two miles of new track should be denied with- 
out prejudice to a more definite showing of necessity therefor. 


SANTA FE LINE NOT NEEDED 


Examiner Haskell C. Davis, in finance No. 6787, proposed 
construction of line by Pecos & Northern Texas, has recom- 
mended that the Commission find that the present and future 
public convenience and necessity have not been shown to re- 
quire the construction by the applicant of a line in Hale, Lamb, 
Castro, and Parmer counties, Texas, and therefore that the 
application should be denied. The Fort Worth & Denver South 
Plains and the Fort Worth & Denver City intervened in oppo- 
sition to the application which was made by a subsidiary of 
the Santa Fe. The interveners are subsidiaries of the Burling- 
ton. The Commission, in Construction of Line by Fort Worth 
& Denver South Plains, 117 I. C. C. 233, authorized the Fort 
Worth & Denver South Plains, herein called the Denver Road, 
to construct a line in the territory through which the Santa Fe 
desired to run its rails. 

The proposed line, Davis said, would parallel the Denver’s 
new line an average distance of 13 miles therefrom and would 
divert from the Denver a large part of the traffic it would 
otherwise obtain. Very little of the territory the applicant 
would serve, Davis said, was more than 15 miles from a rail- 
road in a straight line. He said it appeared that farm prod- 
ucts might generally be hauled 15 to 20 miles without much 
hardship and that much longer hauls had not ‘prevented an in- 
crease in agricultural development. Davis said the record did 
not warrant the conclusion that the proposed investment would 
be justified by the addition to the net operating income of the 
railroads as a whole nor did it show, said he, satisfactorily that 
the addition to the Santa Fe’s income would be sufficient to 
disregard the loss that the Denver would sustain. He said 
that in view of the activity in road building and the progressive 
extension of trunk service in that part of Texas it was unneces- 
rate to anticipate a possible future need for this line by build- 
ng now. 


FRISCO BOND CONDITIONS 


Examiner A. C. Devoe, in finance No. 7167, bonds of St. Louis- 
San Francisco, has recommended that, subject to conditions 
set forth by him, the applicant be authorized to issue $8,000,000 
of consolidated mortgage 4.5 per cent gold bonds, series A, said 
bonds to be pledged and repledged, from time to time, to and 
including December 31, 1930, as collateral for short term notes. 
The conditions are that the applicant out of its treasury as 
reimbursed by the proceeds of the pledge or pledges of these 
bonds, an amount equal to the proceeds should immediately, 
upon such reimbursement be deposited and held, until expended, 
in a separate fund and should be expended solely for acquisi- 
tion, construction, completion, extension, or improvement of 
facilities, for additions and betterments to its property, and/or 
for the acquisition of new equipment, after January 1, 1928. 

This reservation of the proceeds from the bonds or the pro- 
ceeds from short term notes with the bonds attached as col- 
lateral, for purely capital purposes, arises out of the fact that 
among the assets presented as the basis for this issue of bonds 
were $5,000,000 of two-year secured gold notes issued in con- 
nection with the acquisition of 183,333 shares of Rock Island 
common stock in 1926. The purchase price, the report said, 
was obtained, in part, from the moneys turned over to the St. 
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Louis-San Francisco corporation by the reorganization 
agers. The stock, the report said, cost about $10,500,000 and 
now had a market value of approximately $25,024,000. 

Devoe said the stock was acquired without consent of the 
Commission, presumably as a step toward acquiring contro] of 
the Rock Island. He said that if carriers used their resources 
and credit to acquire the stocks of other carriers without firs 
obtaining authority from the Commission, they did so witlt the 
knowledge that it might not be granted and that until it was 
granted that their investments in such securities could not be 
used as a basis for capitalization. Therefore, he said, the Com. 
mission should not authorize the issuance of consolidated mort. 
gage bonds in respect of the $5,000,000 of two-year secured gold 
notes, or short-term notes issued for their payment. 


CONNELLSVILLE EXTENSION 


Saying that the association is in full accord with the Com. 
mission’s decision in finance No. 6229, proposed construction 
of extension by Pittsburgh & West Virginia, the Business Pro. 
tective Association of Baltimore has asked the Commission to 
deny the petitions of the Baltimore & Ohio and Pennsylvania 
to reopen the case and have a reargument thereof. The asso. 
ciation said that nothing would be gained by reargument. It 
said the trunk lines were seeking reargument and reconsidera- 
tion because of “several and various disagreements with the 
Commission’s findings.” It further said it believed the creation 
of the proposed route, introducing competition with the routes 
established by the trunk lines, would be of the greatest benefit 
to the cities, towns and communities served by the new route 
as well as a benefit to and a strengthening of the Western 
Maryland. 


RATES ON GRAIN 


A number of questions of tariff interpretation of a com- 
plicated nature were presented at the hearing in docket 20944, 
the Metamora Elevator Company and others against the C. H. 
& D. and others, at Chicago, November 14, before Examiner 
Disque. 

The case involves rates on grain, grain products and by- 
products from points in Central territory to destinations in 
Eastern Trunk Line and New England territories. 

According to the testimony of John D. Mummert, traffic man- 
ager, John W. Eshelman and Sons, the grain was purchased from 
the title complainant at the country origins, shipped to the 
Fostoria Elevator Company, at Fostoria, O., and was purchased 
by his company from the latter and shipped to Lancaster or 
York, Pa., where it was mixed into feeds, under transit, and for- 
warded to final destinations. The shipments principally origi- 
nated in Ohio, Michigan and Indiana, moved to Toledo on local 
rates, thence to Fostoria, where they were held in elevators 
by the Fostoria Elevator Company and later purchased by John 
W. Eshelman and Sons. According to the interpretation placed 
on the various tariffs by Mr. Mummert, the lawful rates were 
made on the basis of joint through rates from original points of 
origin to final destinations. The carriers, he said, had sought 
to collect charges on the basis of combinations on Fostoria. A 
few of the shipments had been settled for on that basis, but 
in the majority of cases the charges representing the difference 
between the two methods of calculating the charges, amounting 
to from 70 to 120 dollars a car, were still outstanding. The Com- 
mission was asked to find the rates sought by the carriers both 
unlawful, under section six of the act ,and unreasonable, under 
section one. Generally speaking, through rates permitting transit 
are in effect from the origin territory to the destination territory, 
the matter of dispute arising out of the routes over which the 
traffic moved. The complainant witness testified rates and 
routes reflecting the basis sought had been set out on all the 
bills of lading when the shipments were forwarded from Fos- 
toria and that they had been accepted by the carriers there on 
that basis. Three different tariff situations were detailed as 
typical, the difference presented being incidental to whether the 
shipments were originated on the Erie, Wabash or New York 
Central. Delivery was made by the Pennsylvania. 

As to one class of shipments, the complainant admitted 
that the routing used was improper. Reliance was placed on 
the so-called “exigency” clause. Under the conference rules of 
the Commission, according to Mr. Mummert, since the carriers 
accepted the shipments with the rates and routes set out on 
the bills of lading, even though they could not have properly 
been so shipped, the carriers were in error in not having advised 
the shipper so that he might have had an opportunity to sub- 
stitute tonnage on which the rates would have applied. He 
held, as to the other shipments, that a correct interpretation 
of the tariffs provided the rates sought, but that, as to all of 
them, the rates were protected by the “exigency” clause. 

The carriers were represented by M. S. O’Connor, assistant 
general freight agent, New York Central. It was his position 
that the through rates were not applicable over the routes over 
which the shipments moved, and that, as they were routed by 
the shipper, the carrier was not responsible. As to the conten- 
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tion of error on the part of the agent at Fostoria, he held that, 
pecause of the various transit features involved and a part of 
the transportation had already taken place, he could not have 
known the full facts. Further, it was held that the service 
accorded the shipments could not have been accorded on the 
pasis of the through rates. 


HOCH-SMITH COTTONSEED 


Hearing in docket 17000, part 8, cottonseed, its products, 
and related articles, was held at Chicago before Examiners 
Money and Esch, November 12. E. W. Price, of the Georgia 
commission, sat with the examiners, representing the state 
commissions. The testimony of complainants in six formal 
cases consolidated with the general proceedings was taken. 
Generally speaking, complainants were seeking reparation and 

tes for the future on the basis prescibed by the Commission 
in docket 14150, 98 I. C. C. 183, on cottonseed foots, soap stock, 
and similar commodities to territory outside of that embraced 
by that case. The testimony ‘largely consisted of statements 
as to the nature of the shipments, paying and bearing of the 
charges and similar matters. 

In docket 21508, C. H. McAuley, appearing for Swift & 
Company, asked the extension of the 14150 scale from Texas 
points to Cincinnati, O., and Jeffersonville and Louisville, Ky., 
on cottonseed foots. 

John R. Baker, representing Armour & Company, in docket 
21138, asked the extension of the scale from Oklahoma and 
Texas origin points to the same destinations as those involved 
in the Swift case. He presented no evidence as to the reason- 
ableness of that scale, saying that that part of the case had 
been disposed of in the hearing in docket 14150. However, he 
said it was his purpose to show that the usual arrangement was 
to accord rates on the same general level to Louisville, Jeffer- 
sonville and Cincinnati as were accorded on the same commod- 
ities to Chicago. 

Testimony in docket 21105 was presented by L. A. Newell 
for Armour & Company. He explained that certain shipments 
had been made from New York to Chicago of imported sun- 
flower seed oil on a rate of 56.5 cents. The contemporaneous 
rate on other imported oils was 38 cents, he said. Reparation 
to that basis was asked. 

J. R. Pierce, of the Manufacturers’ Association of Chicago 
Heights, and R. R. Shinke, of the Bisbee Company, Chicago, 
testified in docket 21136 with respect to shipments of linseed 
oil from Chicago and Chicago Heights to Texas points made 
by the Bisbee Company. Rates and reparation to the basis of 
the 14150 scale were asked. 

The same basis was sought for application between Redwing, 
Minn., and Texas and Oklahoma points, in docket 20972, by 


_E. R. Spangenberger and C. B. Melander, in behalf of the Pitts- 


burgh Plate Glass Company, linseed oil division. 
J. A. Kraseman, traffic manager, The Palmolive Company, 
Milwaukee, asked the establishment of a rate of 47 cents on 


shipments of mixed palm oil and olive oil foots between Mil- . 


waukee and Laredo, Tex., on shipments for export to Mexico. 
That rate represented the charge for the distance on the 14150 
scale, he said. Reparation on past shipments was asked. 

The hearing adjourned to November 19, at New York. The 
principal testimony to go in there is that of the C. F. A. and 
Eastern Trunk Line carriers. 


SOUTHERN CLASS RATES 


The Traffic World Washington Bureau 


The Commission, in No. 21632, intrastate rates within Lou- 
isiana, No. 13535, Corporation Commission of Oklahoma vs. 
Aberdeen & Rockfish et al., and No. 14880, Dallas Chamber of 
Commerce et al. vs. Aberdeen & Rockfish et al., has instituted 
an inquiry into the intrastate rates held in effect in Louisiana 
by the action of the Public Service Commission of Louisiana 
taken August 21, and amended September 10. The investiga- 
tion is instituted to determine whether the class and commodity 
rates held in effect by the order of the Louisiana commission 
result in undue prejudice as between persons or localities in 
intrastate commerce, on the one hand, and on interstate com- 
merce, on the other, or any unjust discrimination against inter- 
state commerce. 

The inquiry is as to class rates and rates on commodities 
named in appendix 16, section 2, and more particularly described 
in appendix 10 to the report made by the Commission, on April 
5, in Nos. 13535 and 14880, and other complaints consolidated 
therewith, 123 I. C. C. 203, except rates on clam, mussel or oyster 
shells, cotton fabrics in lots of 20,000 pounds or more, peaches, 
citrus fruits, culled or wind-fall apples, steel or wrought iron 
pipe and fittings and connections, and cullet. 

In connection with this inquiry into the quality of Louisiana 
rates, the Commission has reopened No. 13535 for further hear- 
ing upon the sole question of the lawful relationship between 
the class and commodity rates prescribed in appendix 16 ap- 
Plicable intrastate between points in Louisiana, west of. the 
Mississippi River, on the one hand, and applicable between those 
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points and points in Oklahoma, on the other hand. No. 14880 
has been reopened as to the question of relationships between 
points in Louisiana, on the one hand, and between points in 
cities in northeast Texas, on the other. 

The Commission, in this same case, has postponed the 
effective date of fourth section order No. 9500 from December 
10, 1928, to June 10, 1929, in so far as it covers commodity rates 
on articles produced or manufactured in the southwest, includ- 
ing differential territory, or Kansas-Missouri territory, from 
producing or manufacturing points in such territory to the south- 
west gateways, Missouri River cities, and defined territories, as 
defined in the reports in No. 13535 and cases joined with it. 

The Commission has set aside its order in No. 13535, con- 
solidated southwestern cases, in so far as they prescribe rates 
on raw sugar, in carloads, on fruits and vegetables, from points 
in Texas on the Uvdide & Northern and on the Texas Mexitan 
Railway west of Alice to Hebbronville, inclusive, to points on, 
north, and east of the Missouri and Mississippi rivers. 

The Commission has amended the paragraph of the order 
entered on June 21, 1928, whereby the proceedings were reopened 
for further hearing upon the question of lawful rates between 
the southwestern gateways, Missouri River cities, and defined 
territories, on the one hand, and points in southwest Texas, on 
the other, by adding thereto points on the Uvalde & Northern 
and on the Texas Mexican. 

The orders in the case, heretofore entered, are vacated 
and set aside in so far as they prescribe rates on burnt-out 
battery plates, carloads, from points in Nebraska, Iowa, Minne- 
sota, the Dakotas, Wisconsin, the upper peninsula of Michigan, 
and states east of the Mississippi River to points in the south- 
west, in Kansas-Missouri territory, and in Texas differential 
territory. 

The: southwestern lines, in No. 13535, consolidated south- 
western cases, have asked the Commission further to modify 
its orders in the third supplemental report, 147 I. C. C. 165, at 
page 168, so as to include the Uvalde & Northern, extending 
from Uvalde Junction to Camp Wood, within the area the rates 
on fruits and vegetables from which were excepted from the 
operation of the orders issued in connection with that third 
supplemental report. They ask that the question of rates on 
fruits and vegetables from the Uvalde & Northern stations be 
set for hearing in connection with the general question of 
differentials in west Texas. 


SUSPENDED TARIFFS 


In I. and S. No. 3195, the Commission has suspended from 
November 15 until June 15, schedules as published in nineteenth 
and twentieh revised pages 41 and fifth revised page 42 to IIli- 
nois Central I. C. C. No. A-8213. The suspended schedules pro- 
pose to increase the reciprocal switching charge at Evansville, 
Ind., from $2.70 to $6.30 per car on competitive traffic to or 
from Evansville. 

In I. and S. No. 3193, the Commission has suspended from 
November 9 until June 9 schedules as published in Glenn’s 
I. C. C. No. A-679, Johanson’s I. C. C. No. 2080 and various other 
tariffs issued by those agents. The suspended schedules pro- 
pose changes in rates and to increase the carload minimum 
weight from 24,000 to 32,400 pounds on citrus fruits or pine- 
apples when in mixed carloads with vegetables moving from 
Florida producing points to southern, northern and western 
destinations. 


CHARGES FOR DEMURRAGE 


Hearing in docket 21296, Advance Fuel Company, Inc., 
against the C. & O., involving alleged improper collection of 
demurrage charges of $506, was held at Chicago before Exam- 
iner Disque November 13. 

The facts, as developed at the hearing, were that, due to 
the withdrawal of a credit arrangement, eight carloads of coal 
shipped in the early part of 1925 were held pending settlement 
for the transportation charges by the defendant, for delivery 
to the siding of the complainant on the Pennsylvania at Ham- 
mond, Ind. The complaint was brought on the grounds that 
the carrier had not complied with the demurrage rules requir- 
ing notification of the shipper “by wire” five days after failure 
to deliver. It was the position of the complainant that the 
shipper in this instance was the mine at the point of origin, 
the shipments having been originally consigned to J. H. Weil, 
coal jobber, who had turned them over to the complainant. 

The carrier representatives took the position that Weil had 
reconsigned the cars at Hammond and required that he be 
shown as the “shipper.” It was testified that he had notice by 
telephone and otherwise of the non-delivery of the shipments, 
and that met the tariff requirements. 

The cars were ultimately delivered to the complainant and ° 
the full demurrage collected, the complaint having been brought 
for refund on the charges in excess of the five-day period. It 
was the position of counsel for complainant that, even if Weil 
should be construed to have been the shipper, the tariff require- 
ments had not been complied with, in that “wire,” as used in 
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the demurrage rules, meant “telegram,” anything else not being 
a matter of record. 

In addition to its position with reference to who was the 
actual shipper, the carrier introduced documentary evidence of 
the fact that the complainant corporation was dissolved in May 
of this year, saying that there was no one to whom the claim 
could be paid. 

Complainant testimony was presented by C. F. Kemp, presi- 
dent of the complainant organization, and J. H. Weil. 

I. S. Stevens, manager, Western Demurrage and Storage 
Bureau, presented the carrier testimony. 


RATES ON FERTILIZER 


Disputes as to facts occupied nearly as much of the time 
of counsel at the hearing in equity No. 8582, Akron, Canton & 
Youngstown et al. vs. United States, in the federal court at 
Chicago (northern district of Illinois, eastern division), Novem- 
ber 12, as did questions of law. The case involves an attempt 
of the central territory lines to have the order of the Com- 
mission issued in connection with Ohio Farm Bureau Federation 
and others against the A. & W. and others, 146 I. C. C. 419, set 
aside. The order required the establishment of a mileage scale 
of rates on fertilizer and fertilizer materials in C. F. A. territory, 
and took effect last month. The case was heard by a three- 
judge court composed of Circuit Judge Anderson and District 
Judges Wilkerson and Carpenter. 


L. P. Day, representing the carriers, listed the grounds on 
which they sought to have the order set aside as follows: That 
there was no substantial evidence to base the order on; that 
the order went contrary to such evidence as there was; the 
conduct of the case was irregular, in that the order under attack 
was issued on a rehearing of the case, which required that it 
go before the entire Commission, instead of a division, as was 
the case, and that adequate consideration was not given to the 
testimony of the’ carriers, and, also, that the Commission had 
misconstrued its duty under the Hoch-Smith resolution. He said 
that, in its first order, the Commission had prescribed rates that 
ranged from about 71 per cent of sixth class to 95 per cent, and 
that the complainants had asked for 80 per cent. In the second 
order, rates were prescribed ranging from 58 per cent of sixth 
class to 83 per cent, the lower percentages applying to the short 
hauls, which, he said, represented the preponderance of the 
tonnage. According to the Commission’s report, he said, it based 
its order principally on comparisons with lower rates in South- 
ern and Southwestern territories. He cited a decision of the 
United States Supreme Court which he interpreted as meaning 
that comparisons as to rates in two different territories could 
have no “probative” value except if it were shown that conditions 
in the two territories were similar. He said no such testimony 
had been introduced, but that, to the contrary, the record dis- 
closed that the two territories were dissimilar in many respects. 
The point he placed most stress on was that there was no evi- 
dence in the record to base the reductions on, other than the 
comparisons as between the rates in the various territories, 
which, he held, were not a proper foundation for the order. 
Operating expenses in C. F. A. territory, according to him, were 
shown to be approximately twice those of the southern lines 
and three times those of the southwestern lines. He argued 
that, if the rates of the lines be represented were to be reduced, 
it wolild have been more proper to compare them with rates 
in Eastern Trunk Line territory, rather than with rates in ter- 
ritories “far removed and in which entirely different sets of 
carriers operated.” In so far as the evidence presented by 
complainants was concerned, he said, the proof was the same 
in the two hearings and it was “apparent” that the order in the 
second instance “was made with respect to what had been done 
in other cases,” namely, the southern class rate case and the 
consolidated southwestern cases. According to him, the Supreme 
Court had said that the Commission could not go outside the 
immediate record in coming to its conclusions. 


“The courts have held that substantial rate comparisons are 
sufficient evidence on which to determine the reasonableness or 
unreasonableness of rates,” said J. Stanley Payne, assistant 
chief counsel of the Commission. Irrespective of that, he held, 
there was much other evidence on which to base the order 
issued. That had to do with the location of the producers, the 
adjustment in effect, history of the rates, revenue produced by 
the existing rates and those proposed, comparisons with rates 
on other traffic, and many other matters. Contrary to the state- 
ment of Mr. Day, he said, there had been an almost exhaustive 
comparison of the transportation conditions in the various ter- 
ritories. It was shown, he said, that the rates attacked were 
approximately 116 per cent of those in effect in the southwest 
and 123 per cent of those in the south. Figures were introduced 
showing the average car-mile revenue on all traffic in the Great 
Lakes territory to be 26.6 cents and average ton-mile revenue to 
be 11.09 mills, he said. That compared with average car-mile 
revenue of 48.1 cents and ton-mile revenue of 23.8 mills on 
fertilizer, he said. “It would be expected that the earnings on 
a low-grade commodity like fertilizer would be below the aver- 
age for all traffic,” he said, “but here the revene produced was 
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shown to be practically twice those earnings.” More favorably 
transportation conditions in C. F. A. territory, which, he 
tended, had been shown, justified lower rates than were in eff 
in southern and southwestern «territories. Rate COMDParison, 
did not stand by themselves, he said, but in conjunction with 
adequate comparisons of transportation conditions they con. 
stituted a sound basis for fixing rates. 

The shippers were represented by Paul R. Blanchard, ot 
Armour and Company. His primary purpose, as he stated ; 
was to show that it made no difference whether the Commissiq, 
took into consideration the comparisons made with rates in 
Southern and Southwestern territories. He held that all ey, 
dence of that character might be thrown out and that the recon 
remained adequate to support the order of the Commissig, 
Further, he called attention to the fact that counsel for the cay. 
riers had “continually ‘referred to loss of revenue” that wou 
result from the Commission’s order. He said he intended t 
show that, due to the increase in minimum weight required by 
the order, the carriers “will not lose one cent.” At that point 
the court asked, if that were the case, why the case had bee, 
brought. Mr. Day said that, as the average loading had beg 
shown to be in excess of 40,000 pounds, the increase in the 
required minimum weight from 30,000 pounds to that figure 
would not affect their revenue. Mr. Blanchard replied to that 
by saying that innumerable shipments were recorded in the 
testimony that were only slightly in excess of 30,000 pounds an 
that, certainly, the effect of the increased minimum would be 
to raise the “average” load. In that connection, Mr. Day made 
the statement in his rebuttal argument that “there is no way 
in which you can compute the effect of these rates on the car. 
riers’ revenue.” According to Mr. Blanchard, testimony of an 
economic nature had shown that for every ton of fertilizer the 
carriers hauled they would get three tons of produce where 
formerly they had only one. The farmer would buy more fer. 
tilizer at the lower rates, according to the record, he said, and 
the Commission had expressed itself as disposed to be “lenient” 
as to the rates on fertilizer because of the economic importance 
of its use. The rates as prescribed were fully compensatory, 
he held, and, under them, the commodity would bear its full 
burden of the transportation cost. It was of “infinitesimal” 
importance as tO whether the Commission had giveAé too much 
weight to the testimony having to do with territorial: compari- 
sons, he said. 

Briefs are to be filed by both sides and the defendants are 
to file an abstract of the testimony presented to the Commis- 
sion, supplementing one introduced by the carriers. 


OCEAN SHIPPING LITIGATION 


The Department of Justice has filed in the Supreme Court 
of the United States a petition for a review by certiorari of a 
decision of the Court of Claims in a case involving a claim of 
Amos D. Carver and others against the government growing out 
of the use by the Shipping Board of a vessel owned by Carver 
and others in carrying wheat from Australia to the United States 
in the period of the war. The Court of Claims gave a judgment 
against the government in the amount of $113,216. Summarizing 
the issues, the department says: 

The vessel in question is the Betsy Ross, which was engaged 
during the war in the carriage of lumber from British Columbia to 
Melbourne. The vessel had a return contract for the carriage of ore 
to New York at a stipulated freight of $177,000. 

Before loading with ore the suggestion was made that the Ship- 
ping Board would requisition the vessel for the carriage of wheat, 
but rather than submit to the ship being requisitioned the owners 
entered into a contract to carry a cargo of wheat to New York at 
a stipulated freight of $63,784. The Court of Claims on the hearing 
of the case allowed the amount of $113,216, being the. difference be- 
tween the amount paid to the vessel for carrying the wheat to the 
United States and $177,000, the price for which it was to carry ore 
to New York. 

In its petition asking a review of the decision of the Court of 
Claims the Department of Justice says that if the United States 
had insisted on the use of the ship for wheat and the owners had 
stood on their rights and refused the proffered freight rate, com- 
pensation for the reasonable value of the use of the vessel might 
have been obtained. The theory of the Court of Claims that the 
United States Shipping Board had suspended and then cancelled the 
contract for the carriage of ore overlooks the fact that the law of 
1917 authorized only the modification, suspension, cancellation, or 
requisitioning of contracts for the building, production, etc., of ships 
or material. The Department of Justice in its brief asks that the 
judgment of the Court of Claims be reversed. 


A case of considerable importance and involving more than 
a million dollars is under review in the Department of Justice, 
being one of a few remaining requisition claims growing out 
of shipping matters that arose in the period of the war. It 
is the case of the Ore Steamship Corporation vs. the United 
States. The question involved in~-this case is the rate of hire 
of substitute vessels turned over to the Bethlehem Steel Co. 
for carrying iron ore in the war period in substitution of ore 
carriers taken over by the government. The ore company is 
a subsidiary of the Bethlehem Steel Co. The two questions in 
the case are whether this money should be paid by the Beth- 
lehem Steel Co. or the ore company, and whether the rate which 
the steel company says the Shipping Board agreed to carry, 
namely, $1.93 a ton, is controlling or the market rate which 
the government fixed at $10 a ton, is controlling. 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West ave n Res St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Court of Appeals of Ohio, Hamilton County.) In action 
py consignee of shipment against terminal or delivering carrier, 
and carrier whose tracks were used in making shipment, latter 
carrier was properly dismissed from case.—Erie R. Co. vs. Ben- 
der, Streibig & Co., 163 N. E. Rep. 50. 

Where some evidence was introduced to show that goods 
shipped were received by initial carrier in good condition, and 
evidence conclusively showed goods were delivered by te -minal 
carrier in damaged condition, presumption arose that damage 
occurred on delivering carrier’s road, which made case for jury, 
and hence court erred in instructing verdict for delivering car- 
rier sued for damage to shipment.—Ibid. 


Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publish: = Bee St. Paul, Minn. 
u 


Copyright, 1928, by West Publishing Co.) 





BILLS OF LADING 


(Supreme Court of Mississippi, Division B.) It is the settled 
law that a bank receiving a note, draft, or other commercial 
paper is bound to use reasonable diligence and skill in handling 
the paper, and that it is liable for negligence in failing to 
handle the same in the proper manner.—Anthony Bros. vs. Bank 
of Sebastopol et al., 118 So. Rep. 198. 

The plaintiff, in case of failure of the bank to properly 
handle the draft or other commercial paper, must aver and 
prove his damages, and he must be damaged in fact by the 
transaction; and where he fails to prove damages, although he 
may prove negligence, he is not entitled to recover.—lIbid. 

On receipt of notice that a draft was dishonored, to which 
draft a bill of lading for the sale of cotton was attached, and 
where such draft is returned to the drawer, the drawer has the 
right to sell the property which the bill of lading represents 
for the account of the bank guilty of such negligence; but 
where he retains the property and afterward sells it at a price 
above the amount of the draft, with interest and expenses, he 
—— right of action against the bank under such circumstances. 
—Ibid. 


REGULATION OF COMMON CARRIERS 


(Supreme Court of Iowa.) State, on relation of board of 
railroad commissioners, held entitled to sue to restrain unlawful 
use of highway by defendant as motor carrier for public service 
without certificate, since court has jurisdiction under Code 1924, 
sec. 7874, giving railroad commission supervision over motor 
carriers, and section 7883, conferring jurisdiction upon courts 
to enforce rulings concerning railroads, in view of Acts 41st 
Gen. Assem., c. 5, sec. 2, by which commission’s authority over 
railroads is extended to motor carriers.—State ex rel. Board of 
Railroad Com’rs vs. Holdcroft et al., 221 N. W. Rep. 191. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading linés of fruits and vegetables the week 
ended November 10 totaled 20,280 cars, as compared with 24,301 
cars (revised) the preceding week and 20,834 cars in the cor- 
responding period of 1927, according to the compilations made 
from carrier reports by the Bureau of Agricultural Economics 
of the Department of Agriculture. Orange shipments doubled 
to a total of 1,940 cars, of which 1,120 came from Florida and 
most of the others from California. The volume of oranges 
was nearly three times that of a year ago. Apple shipments 
were 2,300 cars fewer than the week before, while grape ship- 
ments decreased by 2,100 cars and potatoes fell off 1,000 cars. 
Shipments were reported as follows: 


Apples, 5,788 cars; imports, 1 car; asparagus, 5 cars; cucumbers, 
23 cars; cabbage, 925 cars, imports 1 car; carrots, 152 cars; cauliflower, 
228 cars; celery, 578 cars; grapefruit, 445 cars, imports, 2 cars; grapes, 
1,894 cars; green peas, 45 cars; lettuce, 1,035 cars; miscellaneous 
melons, 103 cars; mixed citrus fruit, 200 cars; mixed deciduous fruit, 
17 cars; mixed vegetables, 319 cars; onions, 608 cars; oranges, 1,942 
cars, imports, 5 cars; pears, 172 cars; peppers, 36 cars; spinach, 58 
cars; string beans, 63 cars; sweet potatoes, 639 cars; tomatoes, 346 
cars; potatoes, 4,444 cars, imports 18 cars. 
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BIG ROAD FIGURES 


Net railway operating income of Class I railroads having 
annual operating revenues above $25,000,000 each aggregated 


* $701,540,844 for the nine months ended with September as com- 


pared with $694,597,488 for the corresponding period of 1927, and 
$114,352,730 for September as compared with $114,804,300 for 
September, 1927, according to the monthly statement prepared 
from carrier reports by the bureau of statistics of the 
Commission. 

Operating revenues, operating expenses, net railway operat- 
ing income and operating ratio of the individual lines for Sep- 
tember and September, 1927, follow: 











Net Oper- 
railway ating 
Operating Operating operating ratio 
revenues expenses income % 
Total—Roads Reportgd— 
1928 $476,891,318 $323,759,394 $114,352,730 67.9 
1927 485,659,015 331,735,898 114,804,300 68.3 
New England Region: 
Boston & Maine— 
1928 6,633,101 4,983, 280 1,174,800 75.1 
1927 6,929,157 5,150,191 1,230,247 74.3 
New York, New Haven & Hartford— 
1928 11,651,376 7,528,727 2,971,245 64.6 
1927 12,287,276 8,206,063 2,940,989 66.8 
Great Lakes Region: 
Delaware & Hudson— 
1928 3,463,732 2,558,899 600,854 73.9 
1927 3,825,512 2,690,406 1,049,112 70.3 
Delaware, Lackawanna & Western— 
192 6,964,838 4,701,897 1,711,268 67.5 
1927 7,341,020 5,024,005 1,711,491 68.4 
Erie (including Chicago & Erie)— 
1928 11,132,578 7,986,410 2,334,082 71.7 
1927 11,088,763 8,110,557 2,168,822 73.1 
Lehigh Valley— 
1928 6,322,122 4,491,757 1,322,377 71.0 
1927 6,690,730 5,048,628 1,163,273 75.5 
Michigan Central— 
1928 8,303,037 5,440,750 2,218,992 65.5 
1927 ,031,691 5,397,717 2,094,916 67.2 
New York Central (including Boston & Albany)— i 
1928 33,209,173 24,536,853 6,334,844 73.9 
- 1927 33,757,582 25,094,138 6,347,789 74.3 
New York, Chicago & St. uis— 
1928 4,694,412 3,099,986 1,161,261 66.0 
1927 4,498,334 3,246,735 804,158 72.2 
Pere Marquette— 
1928 4,458,789 2,775,588 1,274,071 62.2 
1927 4,088,641 2,716,324 1,052,437 66.4 
Pittsburgh & Lake Erie— 
1928 2,619,183 2,180,486 651,964 83.3 
1927 2,704,542 2,155,371 789,691 79.7 
Wabash— 
1928 6,231,420 4,475,995 1,229,250 71.8 
1927 5,955,603 4,205,152 1,199,480 70.6 
Central Eastern Region: 
Baltimore & Ohio— 
1928 21,050,657 13,993,776 5,825,868 66.5 
1927 21,506,666 15,364,515 4,885,458 71.4 
Central of New Jersey— 
1928 4,969,298 3,460,464 910,282 69.6 
1927 5,222,147 3,557,601 1,094,173 68.1 
Chicago & Eastern Illinois— 
1928 2,230,324 1,571,864 376,989 70.5 
1927 2,232,201 »792,526 224,387 80.3 
Cleveland, Cincinnati, Chicago & St. Louis— 
1928 7,825,014 5,904,538 1,323,384 75.5 
1927 8,255,216 5,975,017 1,729,044 72.4 
Elgin, Joliet & Eastern— 
1928 1,944,799 1,322,812 _ 345,373 68.0 
1927 1,946,055 1,403,651 276,576 72.1 
Long Island— 
1928 3,733,076 2,294,557 926,124 61.5 
1927 3,908,051 2,283,233 1,087,773 68.4 
Pennsylvania— 
1928 57,296,570 40,226,281 12,136,001 70.2 
1927 58,975,721 42,094,223 12,074,326 71.4 
Reading— 
1928 7,243,403 5,528,012 1,545,686 76.3 
1927 7,514,425 5,776,136 1,366,898 76.9 
Pocahontas Region: 
Chesapeake & Ohio— 
1928 10,984,686 6,735,775 3,873,349 61.3 
1927 12,166,463 7,525,459 3,974,340 61.9 
Norfolk & Western— 
1928 9,376,589 5,564,586 3,386,589 59.3 
1927 9,977,752 5,946,024 3,395,443 59.6 
Southern Region: 
Atlantic Coast Line— 
1928 4,552,397 4,365,506 46,080 95.9 
1927 5,595,228 5,067,942 230,784 90.6 
Central of Georgia— 
1928 2,016,513 1,523,481 386,110 75.6 
1927 2,595,741 1,682,571 748,386 64.8 
Illinois Central— 
1928 13,275,957 9,509,469 2,751,029 71.6 
1927 13,774,603 10,047,803 2,602,846 72.9 
Louisville & Nashville— 
1928 11,229,090 8,549,499 2,072,971 76.1 
1927 12,809,020 9,226,143 2,895,034 72.0 
Seaboard Air Line— 
1928 3,969,267 3,240,364 483,047 81.6 
1927 4,486,645 3,512,963 696,186 78.3 
Southern— 
1928 11,997,824 8,437,402 2,650,791 70.3 
1927 13,067,180 8,136,819 4,036,149 62.3 
Yazoo & Biastontpgs Valley— 
928 2,307,353 1,842,256 227,895 79.8 
1927 2,505,147 2,091,854 140,336 83.5 
Northwestern Region: 
Chicago & North Western— _ 
1928 14,311,290 9,783,923 3,418,689 68.4 
1927 14,838,998 10,413,566 3,119,013 70.2 
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Operating Operating 
revenues expenses 
Chicago, aawaee, St. Paul & Pacific— 
1928 16,255,023 10,982,324 
1927 16, "316, 665 11,712,348 
Chicago, St. Paul, Minnea s0lis & Omaha— ’ 
1928 ,655,998 1,953,611 
1927 2, 901, 652 1, 954, 769 
Great Northern— 
1928 14,214,176 7,499,974 
1927 13, 351, "222 6,961,953 
Minneapolis, St. Paul & Sault Ste. Marie— 
1928 5,405,827 3,274,677 
1927 5,683,516 3,276,094 
Northern Pacific— 
1928 10,635,132 6,185,046 
gs 10,126,483 5, 839, 042 
Oregon-Washington R. R. 3% Navigation Co.— 
1928. 966,297 2,032,437 
1927 3'078.619 2, 006, "805 
Central Western Region: 
Atchison, Topeka & Santa Fe— 
1928 18,435,664 11,798,381 
1927 18,402,883 12,045,731 
Chicago & Alton— 
1928 2,552,793 1,851,934 
1927 2,497,169 1,950,531 
Chicago, pane & Quincy— 
1928 15,380,170 10,144,493 
1927 14, 342, 623 8,980,448 
Chicago, Rock isinas & Pacific— 
928 11,865,099 8,352,672 
i927 ad, 795, 255 7,898,871 
Denver & Rio Grande Western— 
1928 3,377,091 2,216,922 
1927 3,193,857 2,243,624 
Oregon Short Line— 
1928 4,263,575 2,176,887 
1927 3,929,087 2,188,094 
Southern Pacific Company— 
1928 21,554,896 13,862,486 
1927 21,579,414 13,608,721 
Union Pacific— 
1928 13,641,837 7,269,234 
1927 12,845,855 6,827,966 
Southwestern Region: 
Gulf, Colorado & Santa Fe— 
1928 2,464,864 1,494,220 
1927 2,748,869 1,701,944 
Missouri-Kansas-Texas Lines— 
1928 5,196,368 3,451,836 
1927 4, 982, 068 3,228,592 
Missouri Pacific— 
1928 11,911,227 8,462,767 
1927 11,150,366 8,126,079 
St. Louis-San Francisco— 
1928 7,455,729 4,869,763 
1927 7,659, 807 4,973,825 
Texas & New Orleans— 
1928 6,591,590 4,477,915 
1927 6,713,040 4,903,455 
Texas & Pacific— 
1928 4,070,094 2,786,622 
1927 3,284,455 2,313,573 
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Net 
railway 
operating 

income 


3,702,209 
3,524,255 


473,299 
692,743 


5,424,711 
4,949,544 


1,611,473 
1,862,099 


3,606,663 
3,343,502 


568,613 
640,608 
4,989,761 
4,724,278 


405,214 
274,233 


3,686,708 
3,731,584 


2,430,516 
2,831,118 


1,014,603 
804,095 


1,665,712 
1,361,404 


5,304,518 
5,885,488 


4,963,810 
4,754,378 
793,355 
730,272 


1,216,338 
1,212,610 


2,413,505 
2,249,966 


2,101,779 
2,218,082 


1,466,183 
1,166,628 


842,495 
717,856 





Oper- 

ating 

ratio 
Jo 


67.6 
69.6 


73.6 
67.4 


52.8 
52.1 


60.6 
57.6 


58.2 
58.2 


68.5 
65.2 
64.0 
65.5 


72.5 
78.1 


66.0 
62.6 


70.4 
67.0 


65.6 
70.2 


51.1 
55.7 


64.3 
63.1 


53.3 
53.2 
60.6 
61.9 


66.4 
64.8 


72.2 
72.9 


65.3 
64.9 


67.9 
73.0 


68.5 
70.4 


The corresponding figures for the nine-month period follows: 


Total—Roads Reported— 


1928 $3,884,373,350 $2,869,610,193 $701,540,844 
1927 3,983,778,734 2,974,423,529 694,597,488 


New England Region: 
Boston & Maine— 
1928 
1927 


56,435,531 
58,441,193 


42,171,565 
44,243,811 


New York, New Haven & Hartford— 


1928 100,939,380 
1927 104,420,250 


Great Lakes Region: 
Delaware & Hudson— 


71,346,637 
75,624,564 


23,068,964 
25,913,445 


43,405,698 


1928 29,195,191 
1927 32,227,821 
Delaware, Lackawanna & Western— 
1928 59,265,268 
1927 63, 421,776 


Erie (including Coteag & Erie)— 
1928 91,127,513 


1927 = 92, 050, 462 
Lehigh Valley— 

1928 52,383,019 

1927 56,302,016 
Michigan Central— 

1928 69,701,993 


1927 68,614,179 


New York Central {including Boston &’ Alban y)— 


928 282,623,180 
1927 291, 373, 286 
New York, Chicago & St. Louis— 


1928 | 39,245,782 

1927 40, 412, 114 
Pere Marquette— 

1928 33,588,128 

‘ 1927 33,943,055 

Pittsburgh & Lake Erie— 

1928 23,090,222 

1927 24,779,308 
Wabash— 

1928 52,253,266 

1927 50,686,740 

Central Eastern Region: 

Baltimore & Ohio— 

1928 173,903,110 

1927 187,328,623 
Central of New Jersey— 

1928 42,629,447 

1927 44,431,959 
Chicago & Eastern Ilinois— 

1928 18,191,426 

1927 20,106,730 





45,442,196 


70,529,977 
73,827,879 


40,095,241 
44,683,849 


47,120,850 
47,343,908 


214,545, 335. 
219, 399,935 


28,631,643 
29,310,384 


23,306,276 
23,826,569 


19,051,347 
20,181,362 


39,517,840 
39,087,568 


129,148,503 
139,710,532 


30,914,553 
32,734,364 


14,628,485 
16,299,970 


9,821,804 
9,384,318 


19,212,147 
18,094,798 


4,289,596 
5,116,343 


11,265,631 
12,620,716 


13,658,465 
11,280,704 


8,200,960 
7,608,444 


17,076,742 
16,367,052 


46,404,739 
49,572,674 


6,507,789 
7,111,568 


7,377,852 
7,180,930 


5,482,835 
6,397,558 


7,750,699 
6,722,198 


34,342,586 
36,305,584 


6,884,765 
7,954,929 


1,147,600 
1,559,636 


73.9 
74,7 


74.7 
75.7 


Operating Operating 
revenues expenses 
Cleveland, Cincinnati, Chicago & St. Louis— 
T928 66,605,265 51,050,845 
1927 69,455,577 53,045,796 
Elgin, Joliet & Eastern— 
1928 18,682,872 12,643,824 
1927 18,870,105 12,769,847 
Long Island— 
1928 30,545,563 21,275,540 
1927 31,053,586 22,773,836 
Pennsylvania— 
1928 477,993,779 354,441,723 
1927 506,133,401 385,585,349 
Reading— 
1928 64,494,881 51,626,754 
° 1927 69,558,452 54,243,655 
Pocahontas Region: 
Chesapeake & Ohio— 
1928 91,624,522 62,504,733 
1927 103,029,854 68,707,967 
Norfolk & Western— 
1928 76,963,304 49,348,546 
1927 85,028,081 53,165,789 
Southern Region: ‘ 
Atlantic Coast Line— 
1928 53,481,302 42,672,603 
1927 61,532,309 48,446,705 
Central of Georgia— 
192 18,733,266 14,539,666 
1927 21,123,024 15,869,304 
Illinois Central— 
1928 112,668,073 87,242,020 
1927 117, 237,200 88,483,816 
Louisville & Nashville— 
ia 100,973,512 80,081,607 
1927 109,638, 1835 85,151,707 
Seaboard Air Line— 
1928 42,339,872 31,955,423 
1927 47,015,986 35,496,009 
Southern— 
1928 106,586,023 76,960,048 
1927 110, 865, 958 78,960,617 
Yazoo & eee Valley— 
928 18,939,435 15,655,972 
i927 19,266, "916 16,611,995 
Northwestern Region: 
Chicago & North Western— 
1928 113,907,704 86,372,834 
1927 113,028,590 86,732,379 
Chicago, Milwaukee, St. Paul & Pacific— 
1928 125,947,090 94,361,823 
1927 119, 462, 155 99, 504, 885 
Chicago, St. Paul, Minneapolis & Omaha— 
1928 20,095,082 17,002,606 
1927 19, "857, 180 16, 114; 108 
Great Northern— 
1928 86,026,188 59,870,420 
1927 81,928,588 56,536,057 
Minneapolis, St. Paul & Sault Ste. Marie— 
1928 35,819,147 27,232,786 
1927 35,293,622 26,496,818 
Northern Pacific— 
1928 72,288,946 53,849,308 
1927 67,301,721 51,167,785 
Oregon-Washington R. R. & Navigation Co.— 
1928 21,742,154 17,823,114 
1927 20,998,372 16,914,005 


Central Western Region: 
Atchison, Topeka & Santa Fe— 
1928 148,940,277 
1927 150, 574, 996 
Chicago & Alton— 


1928 21,139,686 
age 8 21,130,625 
Chicago, Burlington & Quincy. a 


1928 119,599,328 
1927 113, 327, 357 
Chicago, Rock Island & Pacifio— 
1928 99,696,653 
1927 99,930,097 
Denver & Rio Grande Western— 
1928 23,509,457 
1927 23,633,607 
Oregon Short Line— 
1928 27,752,943 
1927 25,390,427 
Southern Pacific Company— 
1928 170,507,244 
1927 169,781,434 
Union Pacific— 


1928 87,243,722 
1927 79,393,895 
Southwestern Region: 
Gulf, Colorado & Santa Fe— 
"1928 19,626,887 
1927 25,520,606 
Missouri-Kansas-Texas Lines— 
1928 40,662,935 
1927 41,729,243 
Missouri Pacific— 
1928 96,257,878 
1927 92,713,242 
St. Louis-San Francisco— 
1928 60,740,181 
1927 64,009,261 
Texas & New Orleans— 
1928 50,775,687 
- 1927 52,835,526 
Texas & Pacific— 
‘ 1928 36,690,036 
1927 27,589,394 


108,137,757 
107,334,720 


16,681,614 
16,657,396 


84,288,610 
80,226,686 


73,860,640 
75,296,790 


18,066,003 
18,380,163 


19,231,267 
18;409;583 


120,411,595 
120,843,558 


57,740,393 
53,943,192 
15,152,561 
19,408,104 


28,214,020 
29,291,098 


73,138,222 
73,782,142 


42,595,995 
44,973,822 


40,967,772 
44,305,982 


25,128,635 
21,161,528 





CHANGE IN DOCKET 


Argument in valuation Nos. 400, 358, 360, 407, 408, 409, 455, 
518, 636 and 637, assigned for November 16-17, at Washington, 


D. C., was canceled. 


Net 
railway 
operating 

income 


10,647,556 
11,674,695 


3,484,806 
3,826,651 


5,744,209 
4,677,601 


84,517,447 
82,530,835 


10,752,266 
12,175,052 


25,229,022 
28,978,406 


22,766,992 
26,320,051 
6,668,116 
8,710,200 


3,059,760 
3,956,633 


18,030,759 
19,937,781 


15,511,167 
18,747,480 


7,191,592 
8,061,248 


21,026,524 
23,856,860 


1,109,452 
455,996 
18,682,347 
16,585,987 


19,808,782 
8,475,881 


1,473,650 
1,996,390 


18,855,706 
17,407,246 


5,304,020 
5,499,035 


15,064,291 
12,553,136 


884,034 
1,230,501 
28,402,928 
30,642,266 


1,845,162 
1,890,381 


23,575,544 
21,021,031 


16,057,172 
14,899,299 


4,358,413 
4,199,376 


5,185,236 
3,981,868 


33,669,521 
32,864,561 


20,327,215 
16,999,128 
2,448,130 
3,680,591 


8,469,632 
8,574,501 


15,182,635 
11,815,974 


14,710,378 
15,694,531 


5,428,587 
3,681,541 


7,143,583 
3,717,323 


Vol. XLII, No, 20 





Oper. 


Tatio 
% 


76.6 
76.4 


67.7 
67.7 


69.7 
73.3 


74.2 
76.2 


79.8 
78.0 


75.8 
76.7 


74.9 
83.3 


84.6 
81.2 


69.6 
69.0 


76.0 
75.1 


74.5 
76.0 


82.0 
80.5 
72.6 
71.3 


78.9 
78.8 


70.5 
70.8 


74.1 
76.3 


76.8 
77.8 


69.3 
72.5 


70.6 
71.2 


66.2 
67.9 
77.2 
76.0 


69.4 
70.2 


76.0 
79.6 


70.1 
70.3 


80.7 
83.9 


68.5 
76.7 
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November 17, 1928 


N. A. R. U. C. CONVENTION 


(By Stanley H. Smith, Staff Correspondent at New Orleans) 


Declaration that the day had passed when every man could 
nave his full say before commissions, without regard to the 
passage of time, was made by Commissioner Clyde B. Aitchison, 
of the Interstate Commerce Commission, in his address at the 
opening session of the fortieth annual convention of the National 
Association of Railroad and Utilities Commissioners, held at 
the Roosevelt Hotel in New Orleans, November 13-16. 

Although primarily an exposition of the commissioner’s 
thought with respect to the development of administrative law 
in the United States and the creation of a new profession em- 
pracing administrative officers and practitioners before admin- 
istrative tribunals, the address was regarded as including sug- 
gestions with reference to expediting the work of commissions 
and particularly of the federal Commission. The problem of 
saving regulation from strangulation was also discussed by other 

akers. 
2 The convention was called to order by President. Henry G. 
Wells, of Massachusetts. After the Rev. Albert Biever, S. J., 
priest and historian, had pronounced the invocation, addresses 
of welcome were made by Mayor Arthur J. O’Keefe, of New 


Orleans, and by Francis Williams, chairman of the Louisiana 


Public Service Commission. Charles Webster, chairman of the 
Iowa Board of Railroad Commissioners, responded. 

President Wells, in his annual address, dealt with the appar- 
ent trend toward the Supreme Court of the United States be- 
coming a fact-finding body in regulation cases. He quoted from 
early and late decisions to show the trend in that direction, 
in connection with interpretation of the Fourteenth Amendment 
to the Constitution of the United States. 

Mr. Wells said that, not alone certain types of individuals, 
not alone federal agencies, not alone Congress, “but even the 
courts themselves have become imbued with this tendency”— 
taking away certain powers from the states and putting them 
under federal control. 

Referring to the so-called McCardle water company case 
of Indiana, Mr. Wells said that if the cases were the beginning 
of a trend to make the Supreme Court a fact-finding body, 
“then, indeed, it behooves us to bestir ourselves. Will there 
be set up in Washington accounting and engineering bodies to 
determine the necessary facts? You may say that is far- 
fetched, but would anyone forty years ago have forecast the 
situation today?” 

The one big problem for the state commissioners, as visual- 
ized by Mr. Wells, “is the never-ending conflict between those 
who would center all possible governmental activities under 
federal jurisdiction and those who would preserve at least a 
semblance of power over matters affecting the citizens of the 
respective states to the states themselves and their govern- 
mental agencies.” He urged members to be on guard against 
“any provisions of a proposed act which interferes with the 
fundamental rights” of states. 


Aitchison’s Address 


The “new profession,” embracing the administrative officers 
and practitioners before the administrative tribunals, said 
Commissioner Aitchison, was akin to that of the lawyer, “but, 
as we will see, it is less, and it is more.” 

“The contention I make is for the recognition of this pursuit 
as a calling, distinct from, but related to, other of the learned 
professions, and for the development of educational and ethical 
standards which will make the profession of greatest usefulness 
as a part of our governmental machinery,” said he. 


Mr. Aitchison dwelt on the fact that every commission rep- 
resented in the association “now has a broader and more varied 
jurisdiction than it possessed before.the war” and the growing 
practice of the legislative branch of government to deal through 
fact-finding administrative tribunals. He said the performance 
of quasi-judicial functions by the administrative boards and 
officers had preserved the judiciary from completely bogging 
down. 

“The amazing growth of these administrative agencies is 
a direct result of increased business, increased wealth, increased 
wants, all interlacing and interacting,” said he. 


In discussing the training that an administrative officer 
or practitioner should have, the commissioner said not alone 
must there be adequate special training in law, “but the mixed 
character of the questions of fact dealt with administratively 
calls for like preparation in other subjects.” 


“However well equipped one may be as a specialist in the 
law as administered by the courts,’ he continued, “he cannot 
have too broad or up-to-date knowledge of the arts and sciences, 
the customs of trade, the commercial geography of the country, 
its history, and the great governing principles of economics, 
if he is to become an adept in the practice or dispensation of 
administrative law.” 

The commissioner said there was no sadder sight than the 
fine lawyer, hopelessly at sea, and useless to his client and to 
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the Commission, because his expert knowledge was of the law 
only. 

“What has been suggested is, of course, heresy to the great 
bulk of the legal profession,” said the commissioner. ‘The 
unitary idea persists. It is taken by the profession as estab- 
lished that the admiralty lawyer’s work is not fundamentally 
different from the work of a probate lawyer and that all require 
the same intellectual preparation. But the experience of ad- 
ministrative officers will show that many of the practitioners 
who have been most helpful to the tribunals and to the clients 
have had no such training; and the experience of the practi- 
tioners with the administrative officers before whom they prac- 
tice is the same. The fallacy comes in assuming that the ques- 
tions are primarily legal. They are not. They are economic 
and social; but they involve legal principles as necessary in- 
cidents. In court litigation, obviously legal principles are the 
main thing. 

“Conversely, it is clear that much of the prolixity of records 
in proceedings is due to lack of skill in the arts of the trained 
advocate. Practitioners before administrative tribunals 
need skill in both legal and technical science. The enormous 
records so often built up before the commissions must largely 
be due to the lack of skillful insight into the real, substantial 
issues and the suitable manner of meeting them, which results 
in a loose form of shot-gun practice in the hope that some stray 
pellets may chance to land in the bulls-eye.” 

The commissioner said the bulk of “our administrative con- 
troversies is getting almost unbearable.” He asserted it was a 
mistake to assume that rigidity of judicial procedure must be 
imposed on all administrative proceedings. Compliance with 
the essentials of justice, rather than with the mechanics of pro- 
cedure, he believed, was more and more becoming the test. 

“The growth of business, its complexity, and the crowded 
dockets of the commissions, require realignment of notions as 
to the essentials,” said he. “The day has passed when every 
man can have his full say, without regard to the passage of 
time. To give him that right denies other men the right to 
have their grievances heard. No man has a right to expect to 
say anything to a legal tribunal in a formal proceeding except 
that which is necessary and desirable for the tribunal to know 
before it can adequately determine the issue, and this he must 
say in a manner which is legally probative. No man has a right 
to absorb an undue proportion of the time of a tribunal which 
is created to hear all men, for thereby he delays or prevents 
an equal exercise of the rights of others who are prepared to 
present their ideas concisely and speedily. No one has a right to 
pour so much chaff into the administrative hopper that it clogs 
the machinery; no one has a right to insist on others searching 
all the chaff he brings to the winnower, to find, possibly, a few 
kernels of wheat and maybe nothing but chaff. 

“Whatever evidence is tendered should meet two tests: Is 
this necessary for intelligent disposition of the issue, and if so, 
is it the best way to show the fact.” 

Mr. Aitchison said the new profession of which he spoke 
had yet to develop an adequate standard of ethical conduct. He 
said the practice must be lifted to a plane where the ethics 
and aesthetics of orderly controversy “are observed; where 
rights of witnesses and of practitioners are respected; where 
courtesy is automatic; where the element of surprise is replaced 
by a desire to develop all necessary facts; where every dealing 
with the commission, the client, or the adversary is punctili- 
ously correct, honest and fair.” 

“Administrative law,” said he in conclusion, “has metamor- 
phosed from a pursuit which was deemed beneath the dignity 
of real lawyers. A quarter of a century is a short time in 
which to develop a new profession and give it a standard of 
ethics. There are abuses which are grave and manifest; their 
correction will come from wider publicity, from insistence upon 
respect and according respect in turn; and with the growing 
realization of the proud character of the privilege of serving in 
the great temple of human justice.” 


Next Meeting Place, Etc. 


In view of the fact that it had been planned originally to 
hold the convention this year at Glacier Park, Montana, but 
that the meeting place had been changed- to New Orleans, on 
account of the election campaigns, it was decided that the 1929 
convention would be held at Glacier National Park, beginning 
August 27. This action was taken in connection with the sub- 
mission of the executive committee’s report by Lewis E. Gettle, 
of Wisconsin, chairman. It was also decided that the employ- 
ment of Eugene W. Reed as valuation solicitor for the associa- 
tion would be terminated April 1, 1929, because of the bringing 
to a close of the primary valuation work by the Commission. 
Forty commissions were represented at the convention. 


State and Federal Cooperation 
Paul A. Walker, of Oklahoma, chairman, submitted the 
report of the committee on cooperation between federal and 
state commissions. Under the rules of the association, this and 
other reports were received for printing, that being the only 
action usually taken with respect to committee reports. Mr. 
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How many minutes have you 
lost trying to dig freight traffic 
dope from scattered files? 
Many! However— 
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The time-saving element is only 
one feature of the 1929 Edition 


of The Freight Traffic Red Book which 
contains 864 pages. 
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The fact that it’s the only book of its kind means some- 
thing—it means much. And you can’t call 8000 subscribers 
reckless! Can you? 


Now here’s the point: The Freight Traffic Red Book does 
not have to be sold—it’s Bought. And the Supplementary 
Service (yes, without additional charge) keeps the book 
up-to-date and keeps it sold. And that’s what we want to 
prove to you. 


TRAFFIC PUBLISHING COMPANY, inc. 


Publishers and Distributors of 





Books on Traffic and Transportation 
150 Lafayette Street, New York 


The ONLY Encyclopedia of Traffic and Transportation 
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Walker said he would not go into the theory and history of 
the cooperative movement as that had been set forth fully in 
previous reports and elsewhere. He referred to cooperative 
action with respect to the Hoch-Smith proceedings. He said 
these investigations had been such as to test, if not severely 
try, the plan of cooperation. In the Hoch-Smith grain investi- 
gation, for example, said he, at least two and perhaps more of 
the state commissioners spent many months in actual attendance 
at the hearings, at considerable expense to themselves and to 
the state commissions from which they were assigned. He 
said this cooperative effort on the part of the participating 
state commissioners was deeply appreciated by the association 
and that the same was true with respect to other Hoch-Smith 
cases. He commented on the fact that cooperation with the 
Commission had resulted in a report of that Commission on pro- 
posed motor vehicle legislation that was apparently satisfactory 
to the state commissions. He said the results under the coop- 
erative plan, although not as satisfactory as could be wished 
for, justified the continuation and hearty support of the plan. 
He referred to the last report of the committee calling attenion 
to the possible need for legislation to assist in the practical 
operation of the cooperative plan and the clearing up of certain 
questions of procedure. Among these matters, said he, suggested 
for legislative assistance was the question of appropriations to 
meet expenses incident to cooperation between the state and 
federal commissions. 

J. J. Murphy, of South Dakota, chairman of the cooperative 
committee of western commissioners on the Hoch-Smith resolu- 
tion, made a brief oral report as to the progress of the cases 
under the resolution in which the committee was interested. 


Railroad Rate Committee 


William J. Smith, of Illinois, chairman of the committee on 
railroad rates, raised a question as to the effect of Hoch-Smith 
decisions of the Commission on intrastate rates. He said the 
power of the state regulatory bodies would rapidly diminish un- 
less it were made clear by the decisions of the Commission that 
it was not intended by those decisions that a departure from 
those rates prescribed in such cases might not be made by the 
orders of the state commissions. 

Commissioner Aitchison, in connection with this part of Mr. 
Smith’s report, advised against inclusion in the Commission’s 
decisions of something along the line suggested by Mr. Smith. 
He said it was presumed that each commission would stay 
within its jurisdiction. He said the Commission had decided it 
was best that it should not include such a statement in its 
decisions. 


Frank P. Morgan, of Alabama, member of the rate commit- 
tee, in a separate expression of opinion, said: 


There has been a very noticeable tendency in recent years on the 
part of the carriers to extend the function and use of excursion fares. 
In fact, so frequently have these excursion fares been established that 
an impression is gaining favor that they are being employed as a com- 
petitive weapon against bus lines and as a means of checking the 
decline in passenger travel. If this tendency continues, a serious ques- 
tion will be presented to the various commissions as to whether or not 
such a method of publishing passenger fares is in conformity with the 
spirit and purpose of the policy of regulation. Unjust discriminations 
may easily arise from too free a use of this privilege. Curiously 
enough, this practice is resulting in giving the occasional traveler a 
lower fare than that accorded to the regular traveler, which is con- 
trary to every sound principle of rate making. It seems the time has 
arrived to look into this matter in order that the laws of many states 
which now hold out carte blanche authority to the carriers to estab- 
lish excursion fares at will, may be suitably amended if abuses are 
found to exist. 


Valuation Committee 


Fred P. Woodruff, of Iowa, chairman of the committee on 
valuation, in submitting the committee’s report, said he believed 
it was “about the swan song of the committee on valuation.” He 
reviewed the progress of the valuation work and gave statistics 
as of June 30, 1928, that have heretofore been published. He 
said it had been a matter of keen disappointment to the state 
commissions that the Commission had not complied with the 
mandatory provision of paragraph (f) of section 19a and “shown 
the value of each railroad separately in each of the several 
states and territories and in the District of Columbia.” He said 
it was true that such separation had been made of all fixed 
physical property of the carriers but apparently no effort had 
been made to allocate to states their proportion of floating 
equipment and other elements of value. He referred to the 
orders of the Commission relating to bringing down to date of 
valuations. He discussed the O’Fallon recapture case and the 
issues therein involved. With respect to the cost of valuation 
work and totals of valuations, Mr. Woodruff said: 


According to a compilation made by Frederick H. Lee, secretary of 
the Presidents’ Conference Committee, ‘‘the total tentative and supple- 
mental tentative valuations of the 693 systems of railroad on which 
final valuations have been issued by June 30, 1928, was $3,452,100,- 
979.00, while the final value found by the Commission was $3,468,124,- 
351.00, or an increase, resulting from conferences and hearings, of 
$16,023,372.00." This is an increase of approximately one-half of one 
per cent. In this connection, it is interesting to note that in all of the 
693 cases in which protests were filed, the value claimed by the car- 
a exceeded the tentative valuations anywhere from 25 to 80 per 
cent. 
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Mr. Lee’s report further shows that up to December 31, 1927, the 
Class 1 railroads had expended in connection with the valuation work 
the sum of $104,738,112.00. He estimates that the Bureau of Valua. 
tion had expended up to June 30, 1928, the sum of $32,031,079.00. The 
expenditures of the bureau of valuation have been made during , 
period of approximately fifteen years, the last five of which have been 
devoted largely to completing reports of work previously done, pre. 
paring evidence and defending its valuations against attacks made by 
the various carriers. 


Benton Makes Report 


An interesting review of the activities of the association 
from the time he became a member in 1911 as a member of the 
New Hampshire commission and the reasons for the estab. 
lishment of a Washington office by the association and its 
continuance was given by John E. Benton, general solicitor of 
the association, in his report. He dealt with the valuation, 
rate and legislative problems in which the state commissioners 
were vitally interested, calling to mind the Minnesota rate 
cases, the Shreveport case, developments in the period of fed- 
eral control of the railroads, the transportation act and devel- 
opments thereunder, and the activities of the Washington office, 
In the course of his remarks Mr. Benton took occasion to praise 
the ability of Commissioner Aitchison, who was solicitor for 
the association’s valuation committee before he was appointed 
to the Commission, and of Charles E. Elmquist, who succeeded 
Mr. Aitchison. 


Investigation of Utilities 


At an evening session, November 13, Commissioner Gettle, 
of Wisconsin, submitted the report of the special. committee on 
the Walsh (Senate) resolution under which the Federal Trade 
Commission is investigating public utilities. 


Views of Security Owners 


Milton W. Harrison, president of the National Association 
of Owners of Railroad and Public Utility Securities, in an ad- 
dress, November 14, said that the sound and extensive develop- 
ment of railroad transportation and other public utilities in the 
United States had been due to private incentive and initiative 
and that the American public was convinced that the greatest 
efficiency and economy in the operation of those enterprises 
would continue to flow from private ownership and manage- 
ment. He said the function of public regulation was to check 
bad tendencies, to correct evils that might injure service and 
credit, to insure reasonable charges, and with particular ref- 
erence to carriers, fairly to arbitrate differences between groups 
of interests when they appeared to be in irreconcilable con- 
flict. He discussed the duties of management and cautioned 
against regulatory bodies getting into the realm of manage- 
ment. He said that the functions of regulatory bodies and of 
management being entirely distinct, there was every reason for 
their co-operation. Continuing, he said, in part: 


It is regrettable that regulation is sometimes hampered by too 
many laws to administer, by the pressure of politics and by inadequate 
appropriations. Commissions strive for fair treatment, and where 
they are helpless to give it, where they are interfered with or blocked 
in their earnest endeavors, the public, industries, labor and security 
owners all suffer eventually. Take, for example, the Interstate Com- 
merce Commission with eleven commissioners taxed to capacity with 
inadequate appropriation to administer properly the multitudinous 
laws pertaining to regulation; confronted annually by over 300,000 
pages of testimony pertaining to 1,600 formal complaint hearings, of 
which 1,500 cases are adjudicated within the year, in addition to 
valuation, finance and miscellaneous hearings consuming tremendous 
amounts of “time, there is little time for the commissioners to sit 
down together to consider general policies involved in administering 
regulation, and in maintaining service standards and fair returns, in 
the interest of the public and the growth and development of the in- 
dustries regulated. If every commissioner were an archangel and 
had forty-eight active hours a day, he could not follow satisfactorily 
and precisely what Congress has imposed upon him. If Congress pre- 
sumes that its Commission should carry out to the letter its many 
laws, it should either provide adequate appropriations or repeal 
some of the laws. .. . 

I have great sympathy and respect for the Interstate Commerce 
Commission. Sympathy when Congress calls upon it for the im- 
possible, respect and admiration for its devotion to a multiude of 
tasks. he pressure of the multiplicity of administrative laws tends 
to make regulation unwieldy and at times brings grave concern 
lest unsound policies may emerge from the welter of detail thrust 
upon the Commission. Congress should find some way to relieve the 
Commission. For example, real progress would be made if the 
Commission were relieved from the adjudication of reparation cases, 
consuming so much of its time, and which could be placed in a 
separate section, possibly under the responsibility of additional 
separate section, possibly under the responsibility of individual com- 
missioners or expert employes or boards of such employes, whose 
entire time could be given to such matters. After such measure of 
relief, there should be established a definite policy which recognizes 
the essential mutuality of interest between the public and the in- 
dustries regulated. 

I take exception to the ideas expressed in the minority report on 
government ownership before this body at its last convention, which 
stated that “the policy of public ownership and operation must await 
gradual development under the slow processes of evolution.”’ 

We are in a period of changing conditions, at the cross roads, 
so to speak, and must decide whether we will enter upon the road 
toward government ownership or continue in the path of private 
ownership. For my part, I would not take the former, which might 
seem to be the easier way. It is true that to travel the path of 
private ownership, and to maintain equilibrium between regulation 
and regulated industries, will require greater intelligence and most 
scientific treatment. But the benefit to the public will be infinitely 
greater than under government ownership. 


Mr. Harrison commended the 1927 majority report of the 
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association’s committee on public ownership in favor of private 
ownership and operation. 


If there is accurate knowledge of subtle and insidious propaganda 
n the part of those who favor experimenting with government owner- 
oni as a panacea, in justice why should there not be every effort 
= ae part of those who believe sincerely in the proven benefits of 
private ownership to sustain that belief before the public? Those who 
Pelieve that the greatest measure of prosperity and happiness of 
the families of this country will come from the further development 
of private ownership and the encouragement of initiative and in- 
centive amongst the people owe it to the public to broadcast their 


tions. " 
convic Officers Elected 


Lewis E. Gettle, chairman of the Railroad Commission of 
Wisconsin, first vice-president of the association, was elected 
president by unanimous vote for the ensuing year. 

Charles Webster, chairman of the Board of Railroad Com- 
missioners of Iowa, second vice-president, was elected first vice- 
president by unanimous vote. He will also serve as chairman 
of the executive committee. 

A contest developed for the office of sec6nd vice-president. 
This is regarded as an important position, because, under the 
custom of the association, it is the first step toward the presi- 
dency of the organization. 

A. J. Maxwell, member of the Corporation Commission of 
North Carolina, was elected to the office of second vice-president, 
receiving 43 votes as against 27 votes for John J. Murphy, mem- 
ber of the Board of Railroad Commissioners of South Dakota. 

John E. Benton, general solicitor; James B. Walker, sec- 
retary, and Clyde S. Bailey, assistant secretary, were reelected 
by unanimous action of the convention. 


Safety of Railroad Operation 


The report of the committee on safety of railroad operation, 
submitted by L. C. Young, of Montana, contained a brief history 
of automatic train control, statistics relating to train control 
installations and a discussion of matters relating to grade- 
crossing separation, elimination and protection. It was recom- 
mended that the committee in the next year give special atten- 
tion to the subject of state and federal aid toward the cost of 
grade-crossing separation, elimination and protection. The com- 
mittee felt that owners of motor vehicles should share in the 
cost of such protective work. 


Express Carriers 


A history of the development of transportation by express 
was included in the report of the committee on express and 
other contract carriers by rail, submitted by O. P. B. Jacobson, 
of Minnesota, chairman. The thought was expressed that, as 
air express service developed, it would revolutionize the trans- 
portation of express by rail or by rail and air. The taking over 
by the railroads of the express business was discussed. The 
committee saw benefits to the public from such an arrangement, 
but it withheld its opinion “on this subject until after the new 
plan has been officially presented.” As to pick-up and delivery 
service, the committee said it was of the opinion that the service 
should apply both to first and second class express. 


Public Ownership 


The committee on public ownership and operation, which 
was created in 1917, recommended that it be abolished or its 
activities be suspended “until such time as there appears to be 
necessity for further discussion.” It said it had since its crea- 
tion “annually, consistently, and with one exception, unani- 
mously, found and reported against the principle of government 
or public ownership and operation of public utilities.” It saw 
no use of reiterating views expressed in previous reports against 
public ownership and operation, but felt there was today “even 
greater reason to agree with the conclusions of previous reports 
in favor of private as against public ownership and operation.” 
The committee briefly touched on some of the reasons why it 
opposed the government engaging in the business of owning 
and operating utilities and quoted remarks of President Coolidge 
and Herbert Hoover against the government being in business. 

“Believing in individual initiative and opportunity, the in- 
herent rights of millions of private investors, and the prnciple 
of private ownership and operation of public utilities under 
proper governmental supervision and regulation, your commit- 
tee respectfully submits this report,” it said in conclusion. 

The report was signed by Richard T. Higgins, of Connecti- 
cut, chairman; Hylen H. Corey, of Oregon; Neal Brewster, of 
New York; Albert J. Woodruff, of Georgia, and James J. Divine, 
of West Virginia. The report was received for printing, no 
action having been taken at the time on the recommendation 
that the committee be discontinued. 

Grade Crossings 

The committee on grade crossings and trespassing on rail- 
roads, A. R. McDonald, of Wisconsin, chairman, discussed the 
problem of safety with respect to the highway-railroad grade 
crossings, and methods of preventing accidents. 

Statistics and Accounts 
The committee on statistics and accounts of railroad com- 
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panies, L. R. Bitney, chairman, reported as to participation in 
Ex Parte 91 before the Commission, and included in its report 
the direct testimony of Mr. Bitney in that proceeding. 


Public Utility Rates 


In the report of the committee on public utility rates, F. T. 
Singleton, of Indiana, chairman, after discussing the making of 
rates, said that, notwithstanding the general feeling against 
public ownership that had pervaded the country in recent years, 
there was a growing sentiment in its favor. 

“We shall not attempt to assign specific causes for this, 
believing it sufficient for the present to call attention to the 
fact,” said he. 

Public Relations 


A brief oral report was made by H. H. Hannah, of Tennes- 
see, as chairman of the committee on public relations. He 
epitomized his thought on the subject with the words, “Do unto 
others as you would have others do unto you.” 


Government in Business 


In the course of an address on “Hard Aport—Breakers 
Ahead,” H. M. Brundage, vice-president of the Consolidated Gas 
Company, decried the fact that the federal government was en- 
gaged in enterprises that should be left to private initiative. 
Included in such activities, he pointed out, were the government 
barge line and ocean shipping activities. His address consti- 
tuted a strong argument against government ownership and 
against enactment of legislation by Congress placing the utili- 
ties under federal regulation. He said the assertion was made 
that state regulation had broken down, but that the utilities 
knew that it had not and that it was funcioning wisely and effi- 
eiently in the public interest. 

J. P. Barnes, president of the American Electric Railway 
Association, delivered an address on “Hlectric Railways,” in 
which he discussed the problems of that industry. 

H. A. McKeown, chairman of the Board of Railway Commis- 
sioners of Canada, a visitor to the convention, spoke briefly. 
He took occasion to explain, apparently because of declarations 
made by previous speakers with reference to government in 
business, that government ownership of railroads had not been 
sought by the people of Canada, but that war conditions forced 
the government to take over those lines in Canada now under 
government control. He discussed the grade-crossing problem 
and said Canada would watch closely the efforts made in the 
United States to meet it. 


Service of Utilities, Etc. 


The committee on service of public utility companies, 
Thomas E. McKay, of Utah, chairman, discussed competition 
encountered by railroads from the motor vehicle, the growth 
in popularity of motor bus service and of motor truck service, 
and asserted that regulation of the interstate bus and truck 
carriers was necessary, the power to regulate to be vested, as 
far as possible, in the state commissions of the states through 
which the carriers operated. The committee suggested that, 
with the growth of air transportation, perhaps the present was 
not too soon for the association to give thought to the subject 
of regulating carriers by air. 


Holding Company Regulation 


John F. Shaughnessy, of Nevada, chairman of the committee 
on capitalization and intercorporate relations, asserted that if 
the present system of private operation of utilities under state 
commission regulation was to survive, authority would have to 
be vested in the various state commissions to regulate in some 
manner the practices of so-called “holding” companies, or sub- 
sidiaries or individuals that controlled in whole or in part the 
operations, financing and construction of utility companies by 
ownership of voting stock or otherwise. 


Entertainment 


The Public Service Commission of Louisiana and the people 
of New Orleans provided elaborate entertainment for the visit- 
ing commissioners and their wives, including breakfast Wednes- 
day morning at Antoine’s restaurant, with Commissioner Le- 
Blanc, of Louisiana, presiding; a bus ride around the city 
Wednesday afternoon; a boat ride Thursday afternoon through 
the harbor of New Orleans; a banquet Thursday night, and a 
special trip Friday afternoon to Reserve, La., where one of the 
largest sugar plantations and sugar refineries in the country 
were inspected. 


Motor Vehicle_Legislation 


Proposed motor vehicle legislation was considered at a 
round-table evening session, November 14, at which the report 
of the committee on motor vehicle legislation was submitted 
by Mr. Benton, chairman, and addresses were made by Ivan 
Bowen, of Minneapolis, formerly a member of the Minnesota 
commission, and now counsel for the Motor Transit Management 
Co., by H. LaRue Brown, of Boston, general counsel of the Na- 
tional Automobile Chamber of Commerce, and by S. A. Market, 
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of Richmond, Va., chairman of the legislative committee of the 
bus division of the American Automobile Association. 

In the committee report Mr. Benton reviewed the history 
of the motor vehicle legislative situation in which he told of 
the original motor vehicle regulation bill providing for regu- 
lation of both bus and truck carriers in interstate commerce, 
of the Commission’s motor vehicle investigation and its report 
and the drafting of the pending Parker bill (H. R. 12380), which 
provided only for regulation of busses. He said that at the 
hearing before the House committee on interstate and foreign 
commerce in April, 1928, on the revised bill, which had the sup- 
port of the electric and steam carriers, the bus operators repre- 
sented by the American Automobile Association, and the state 
commissioners, it developed “that the elimination of freight 
carriers from the regulation provided by the bill had not re- 
sulted in obviating opposition to its passage.” 

“Active opposition,” said he, “came from various sources, 
but principally from the National Automobile Chamber of Com- 
merce—representative, in the main, of motor vehicle manu- 
facturers.” 

Continuing, with respect to the legislative situation, he said: 


Before the hearing could be or to a conclusion it had become 
evident that no enactment of the bill prior to adjournment was pos- 
sible. Both houses were working under pressure to enable early ad- 
journment prior to the national conventions of the two parties. The 
committee accordingly voted to postpone further consideration of the 
Varker bill until next session. That is the legislative situation now. 

While no legislation has been enacted during the year, progress 
has been made. The Interstate Commerce Commission has definitely 
and clearly endorsed legislation in substance the same as that spon- 
sored by this association. Furthermore, the organized representatives 
of motor passenger carriers, and the representatives of competing rail 
carriers, both steam and electric, also approve such legislation. Such 
opposition as makes itself heard comes mainly from those whose inter- 
est lies in the direction of the greatest possible production and sale of 
motor vehicles. There is some opposition from among those opera- 
tors engaged in freight carriage, who believe that if regulation shall 
now be provided by law for passenger carriers it will shortly be ex- 
tended to them. There are also a few independent passenger carriers 
who, for reasons not quite clear, wish to differ from those who are 
organized. Under these circumstances the enactment of federal leg- 
islation providing at least for the regulation of interstate passenger 
motor carriers seems probable in the not distant future. 


The committee submitted that the purposes for which it 
was created had been accomplished and that the time had come 
when it might well be discharged and that the legislative situa- 
tion from now on should be dealt with by the committee on 
state and federal legislation. That committee, of which Mr. 
Webster, of Iowa, is chairman, had reported previously through 
the chairman that the legislative situation would be covered in 
the motor vehicle report. 

After considerable discussion, the association decided, by a 
vote of 30 to 10, to continue the special committee on motor 
vehicle legislation, with instructions to do all it could to obtain 
enactment of the Parker bill, in cooperation with the committee 
on state and federal legislation, or a measure along the lines 
of the Parker bill. Discretion was vested in the committee to 
agree to changes, if necessary, the idea being that the com- 
mittee would seek to obtain legislation as nearly as possible 
like the Parker bill. 

This action was taken in the light of explanation that the 
various groups interested in the proposed legislation might be 
able to reach agreement on a revised bill that would not do 
serious injury to the general principles embodied in the Parker 
bill. 


Mr. Bowen, in his address, emphasized the point, in con- 
nection with the matter of proposed legislation, that since the 
beginning of the current year the first regularly scheduled motor 
bus service had been put into operation between Chicago and 
New York and that now there were at least four separate lines 
with regular service between the two points, each operating 
several schedules daily, and that there were two lines that, either 
directly or by traffié interchange, carried passengers between the 
Pacific and Atlantic coasts on regular schedules. He recog- 
nized the necessity for federal legislation, asserting that the 
point had been reached where both interstate and state carriers 
should be regulated or there should be no regulation of any 
character. He believed that the situation would be met by pro- 
vision for certificates of convenience and necessity and bond 
and insurance protection of the public, but he expressed oppo- 
sition as to the provisions in the Parker bill with respect to 
rates and schedules. He believed that the power inherent in 
the issuance of a certificate would, with competitive factors 
taken into consideration, prevent unreasonable rates. He op- 
posed the provisions in the Parker bill for lodging power in 
state boards or joint state boards and believed it would be 
preferable for federal regulation to be worked out along the 
lines of the cooperative provisions of section 13 of the interstate 
commerce act. He said those provisions should be expanded 
to meet the situation that would obtain with federal regulation 
of motor carriers, but emphasized that the power would of 
necessity have to rest in the federal commission. Said he: 


The views expressed in this regard are based upon a well im- 
planted jealousy for the preservation of state rights. But such jeal- 
ousy does not blind me to the fact that Congress cannot abdicate 
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to the state acting through a legislative board, its paramount ¢op. 
trol over interstate commerce. On the other hand it should carefully 
provide for administration by the state of its police power over th, 
highways. Only by joint action of the federal and state commissions 
can the two regulating fields be coordinated. The placing of the dual 
—— duties exclusively in one or the other must lead tp 
confusion. 


Mr. Bowen, on the subject of taxation, insisted that moto; 
busses paid taxes for the use of the highways proportionately 
in excess of those levied on any other class of vehicles. 

In the course of the discussion, Commissioner James g 
Benn, of the Pennsylvania commission, warned against the ag. 
sociation giving up any of the principles embodied in the Pay. 
ker bill in order to obtain enactment of legislation. He sajq 
the Washington attorney for automobile manufacturers haq 
promised that if the legislative proposal were confined to 
busses, the bill would not be opposed. In spite of that, saiq 
he, the automobile manufacturers opposed the revised bill be. 
fore the House committee. 

Mr. Brown, who smilingly referred to himself as the villain 
in the play, explgined the position taken by the National Auto. 
mobile Chamber of Commerce. He said he did not know of 
the situation referred to by Mr. Benn. He said the organiza. 
tion represented by him included practically all the automobile 
manufacturers in the United States. They believed the Parker 
bill was unworkable. They believed, he continued, that the 
national character of the bus business had to be recognized in 
the framing of legislation, and that developments in the bugi- 
ness since the hearings before the House committee last April 
had proved that manufacturers had forecast correctly the sit- 
uation as to the rapid growth of interstate bus transportation. 
He said everyone was agreed as to certification, that the av- 
thority for regulation of interstate bus transportation must 
come from the federal government and that the control pro- 
vided should’ make use as far as possible of the experience of 
the men in the states. He said the point of disagreement was 
with respect to the power of the state boards. The proposal 
of the manufacturers, said he, was that applications for cer- 
tificates should be filed with the Interstate Commerce Com- 
mission. The applications would be automatically referred to 
boards of states affected for reports thereon, the boards to be 
composed of state commissioners or members selected by them. 
The federal commission would then act on the reports of the 
boards. He contended that, under the Parker bill, with pro- 
vision for decisions by the state boards acting as federal agen- 
cies, the federal Commission, as an appellate body, would have 
to decide most of the cases anyway. 


Disclosure was made that a bill had been drafted to give 
effect to such a scheme of proposed regulation and that it was 
being considered by the various groups. 


Commissioner Webster, of Iowa, thought if the plan sug- 
gested by Mr. Brown were to be put into effect the whole 
business might as well be turned over to the federal commis- 
sion, and that he would rather have nothing than that. Mr. 
Brown asserted “you can’t get away from the final authority of 
the Interstate Commerce Commission.” 


Mr. Markel, on behalf of the bus division of the American 
Automobile Association, referring to the draft of a bill and to 
the efforts that had been made to reach an agreement, said the 
division was extremely anxious to have a reasonable bill en- 
acted by Congress promptly—that it was willing, if no violence 
were done to principles, to accommodate its views to those of 
its conferees wherever possible. He said the bus division had 
not acted on the proposed draft. He said, in his opinion, any 
practical bill that would permit the orderly growth and devel- 
opment of motor bus transportation would be agreeable to the 
bus division if it met with the state commissioners’ approval. 
He said the division wished to co-operate to the fullest extent 
with the state commissions. He urged that the association con- 
tinue its committee for the purpose of further conference “look- 
ing toward an accord, and with authority to go forward.” 

Chairman Gilmore, of the Texas commission, favored en- 
actment of the Parker bill or substantially that bill. He said 
the state commissions could not protect the public against the 
irresponsible interstate operator and that federal legislation 
was necessary. Pending the enactment of federal legislation, 
said he, the state commissions should exercise to the utmost 
their powers to the end that the public might be protected. He 
said the state commissions could deal with interstate opera- 
tions as to safety and as to operators being financially able to 
protect the public and told of a code of procedure worked out 
by the commissions of Arkansas, Colorado, New Mexico, Okla- 
homa, Texas and Louisiana, all the states named except Louis- 
iana having thus far subscribed to it. The code represents the 
result of the efforts of the commissions to set up a temporary 
method of dealing with applications for certificates where the 
proposed operation is both intrastate and interstate or exclu- 
sively interstate, pending the enactment of legislation. 

Mark Marshall, director of the motor transportation divi- 
sion of the Texas commission, related how passengers on 
busses operated by irresponsible operators had lost their lives. 
He said that situation could be cured only by federal legislation. 
Commissioner Shaughnessy, of Nevada, expressed the opin- 
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jon that if a bill such as the Parker bill were enacted, a prec- 
edent would be set and that eventually the same principle 
would be applied to regulation of other utilities and the state 
commissions would become agents of the federal government. 
He opposed any further activity looking toward enactment of 
such a bill. Interstate operators could not long survive, any- 
way, in his opinion, without obtaining state permission to op- 
erate. Commissioner Jacobson, of Minnesota, said he would op- 
pose any such bill. However, the majority of the commissioners 
evidenced support of proposed legislation such as that em- 
podied in the Parker bill. 

The committee on motor vehicle transportation, of which 
Amos A. Betts, of Arizona, is chairman, in a review of motor 
yehicle statistics, said that the magnitude of motor vehicle bus 
operations in the United States might be partially visualized 
py pointing to the fact that there were now 635,609 miles cov- 
ered by bus lines as compared with 297,094 miles of steam and 
electric lines combined. At the end of 1927, it said, there were 
44,486 busses listed in the common carrier service, 35,876 busses 
engaged in the transportation of children to and from school, 
and that in 1927 there were 2,525,000,000 passengers trans- 
ported by motor vehicle busses, of which number 2,210,000,000 
were carried by common carrier vehicles. In the absence of 
Mr. Betts the report was submitted by C. Rea Moore, of 
Washington. 

Dealing with the subject of intrastate regulation and cer- 
tificates of convenience and necessity, the committee said, in 
effect, that each case involving the question of competition be- 
tween rail and motor carriers should be dealt with in the light 
of the facts in that case. 

‘It is our conclusion,” said the committee, “that a middle 
course is preferable to an extreme position that in no event 
will certificates be granted in fields already occupied, or that 
they will be approved on a merely slight showing of somewhat 
better convenience. The middle course demands that in ap- 
plying the standard of public convenience and necessity to 
cases involving competition with existing carriers, it should 
be constantly borne in mind that it is the convenience of the 
public that is being protected, and that public convenience will 
be best served by preventing destructive competition so long 
as reasonably adequate service can be secured from the exist- 
ing agency, but that the public should not be asked to maintain 
and support obsolete agencies.” 

The committee also dealt with the necessity for federal 
legislation and said a chapter might be written about the evils 
of unregulated operations. It discussed the growing use of 
motor vehicles by railroads and of the advantages to rail car- 
riers of such use, and also touched on the subject of decreases 
in railroad revenues due to automobile competition. The com- 
mittee viewed with some apprehension “the ever increasing tend- 
ency to place upon the bus operator additional tax burdens.” 
If the legislative trend in that direction continued, thought the 
committee, the inevitable result would be increased fares and 
charges. 


JUTE TO SOUTHERN PORTS 


Parity of freight rates as between New York, on the one 
hand, and south Atlantic and Gulf ports, on the other, on jute 
from Calcutta, India, was urged on the Shipping Board at a 
hearing accorded shipping interests at southern ports November 
13. The southern interests protested against approval by the 
board of any conference agreement by which higher rates on 
jute imported from Calcutta would apply on shipments to Gulf 
ports than on those to north Atlantic ports. 

The hearing was held on account of a proposal by the 
Isthmian Line, which is the American service operating to Gulf 
ports, to establish a rate to New Orleans 3 cents higher per 
100 pounds than to New York. It asserted that the higher rate 
was needed by reason of the five days longer steaming time re- 
quired to New Orleans than to New York. 

Protestants were led by Carl Giessow, of the New Orleans 
Joint Traffic Bureau. Defense of the proposed restoration of 
the rate differential was led by Wilbur La Roe, Jr., representing 
the Port of New York Authority, who was supported by J. P. 
McGill, of the Maritime Association of the Port of New York. 
Others present at the hearing were as follows: 


Carl R. Cunningham, Atlanta, representing American. Cotton 
Manufacturers’ Association, North Carolina Cotton Manufac- 
turers’ Association, and Manufacturers’ Association of South 
Carolina; I. I. Rhea, Mente & Co., New Orleans; E. L. Whitney, 
Mente & Co., Savannah; J. M. Wood, Mente & Co., New Orleans; 
Harry Hardin, Hardin Bag Co., New Orleans; Morris Warthen, 
Warthen-Morgan-Hamilton Bag Co., Nashville; J. D. Youman, 
Board of Commissioners, Port of New Orleans; E. B. Gaines, Sa- 
vannah Traffic Bureau; Adolph Elsas, Fulton Bag & Cotton Mills, 
Atlanta; Morris Burka, Galveston Chamber of Commerce; T. J. 
Burke, Charleston Traffic Bureau, Charleston, S. C.; D. A. 
Dashiell, National Fertilizer Association, Norfolk; W. B. Mc- 
Closkey, National Fertilizer Association, Washington; F. G. 
Moore, Davison Chemical Co., Baltimore; J. L. Barrett, Inter- 
national Harvester Co., Chicago; T. A. Bosley, Virginia-Carolina 
Chemical Co., Richmond, Va. 
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HEARING ON SPLIT DELIVERIES 


The Trafic World New York Bureau 


Robert C. Thackara, chairman of the United States Inter- 
coastal Conference, and Jesse F. Atwater, transportation man- 
ager of the American Hardware Corporation, testifying at the 
Shipping Board’s final hearing on the complaint as to the “split 
delivery” practices of the intercoastal lines, went on record 
as being opposed to the plan. They were the only ones who 
took this stand, all previous witnesses having declared in favor 


.of its continuation. 


Mr. Thackara maintained that the practice was unfair to 

the larger shippers and discriminated in favor of those pur- 
chasers who ordered less-than-carload lots, as well as giving 
rise to many bad practices injurious to the interests of the 
intercoastal lines. He doubted whether the abolition of the 
practice would decrease materially the present volume of ship- 
ments. : 
Five witnesses representing ten companies claimed that the 
practice was necessary to the economical development of their 
business on the Pacific coast and that its abolition would result 
in a loss of considerable business to their Pacific coast com- 
petitors. Some took the position that, if the steamship lines 
abolished the split delivery system, they would be forced to 
use the railroads. 

Harry S. Brown, Shipping Board examiner, announced that 
three more petitions had been received from companies favoring 
“split deliveries,” bringing the total of intervening petitioners 
up to forty-four. 

Mr. Thackara’s testimony was in response to questions by 
B. C. Hupper, counsel for the conference. After reviewing the 
history of the split delivery system in this trade up to the 
adoption by the reorganized intercoastal conference,. effective 
September 1, 1927, of a rule prohibiting split deliveries and the 
suspension of this rule the latter part of November, 1927, because 
of outside competition, he said that, previously, there had been 
a charge of 25 cents a hundred pounds made by the conference 
members for split delivery. This practice had not been followed 
by the Isthmian and Argonaut lines, so far as he knew. } 

The distinction between carload and less-than-carload rates, 
he said, has been based on the theory that the intercoastal steam- 
ship lines were in competition with the railroads using this 
basis of rate making. Originally the carload limit was 20,000 
pounds, but now the range was approximately from 10,000 pounds 
to 60,000 pounds, according to the nature of the commodities. 
The spread between carload and less-than-carload rates was 
about 50 cents a hundred pounds, which was about 50 per cent 
below the rail rate spread. 

On split deliveries to an average of three ports, he added, 
there was a tendency to do away with the distinction between 
carload and less-than-carload rates, which gave the small-lot 
shipper the benefit of the carload rate, which normally would 
be reserved to the shipper of larger quantities. There had been 
no general complaint, said, against the general level of carload 
rates. 

He said he understood the complaint of the Associated 
Jobbers of Los Angeles was made by reason of the belief that 
split delivery gave the recipients what amounted to discrimina- 
tory results against receivers of whole carload quantities. He 
also pointed out that, in the instance of a 24,000-pound carload 
split delivery shipment to four points in four lots of, say 6,000 
pounds, each, delivered at carload rates, the shipper would have 
an advantage over a less fortunate individual shipper of a 
single lot of 6,000 pounds at the less-than-carload rate. 


The shipper or consignee of a full carload, he pointed out, 
got no advantage by reason of handling such a large quantity 
because shippers or consignees of smaller quantities got the 
carload rate. 

In reply to a question as to whether there was any likeli- 
hood of a falling off in westbound cargo movement if split de- 
livery was abolished, he said the westbound tonnage had been 
increasing yearly and he was constantly receiving requests for 
revision of rates under pain of reduction of cargo movement, 
but had not noticed any such effect thus far. He thought it 
extremely doubtful that abolition of split delivery would be 
followed by diminution of westbound freight. 


Since the adoption of split delivery, he said, a number of 
bad practices had developed. Conference lines had found that, 
when vessels arrived at the first port of discharge they were 
asked either to carry a portion of cargo marked for that port 
to a subsequent port or to dig out cargo for a subsequent port 
for delivery at the first port. 

It also had been found that the split delivery plan had 
resulted in the development of a number of embryo consoli- 
dators at ports of delivery on the Pacific coast with connec- 
tions at other ports. These concerns engaged in the solicita- 
tion of less than carload business combined in the split delivery 
plan. This had a tendency to induce them to combine these 
shipments for one line, thus withdrawing the less than carload 
business from the channels in which it had been flowing. This 
also led to scalping of rates. 

The split delivery practice, he declared, had the effect of 
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depreciating the revenues of the conference lines. He said he 
did not agree with those who intimated that abolition of split 
delivery would result in the adoption of unreasonable or arbi- 
trary rates or discrimination. 

The split delivery plan, he continued, amounted to an addi- 
tional service of a substantial nature to the shippers. It involved 
the breaking up of carload freight into a number of smaller 
segments, the separation and storage on docks, separate stow- 
age on the vessel, and the continued maintenance of separate 
identity at destination. It also increased the opportunity for 
overcarriage, amounting to short delivery, increased the oppor- 
tunity for human breakdown and involved additional expense 
to the members of the conference. 

Cross-examined by C. S. Belsterling, counsel for the Isth- 
- mian Line, Mr. Thackara admitted that the practical effect of 
carload rates on the rail lines was to give the large shipper 
an advantage over smaller shippers and said he had no objec- 
tion to the operations of consolidators or forwarders under the 
rules of the conference, but he said he objected to consolidation 
unless a charge was made for such service at both ends as 
provided by the rules. 

On further cross-examination by E. E. Baldwin, counsel for 
the Argonaut’ Line, he admitted that shipments always were 
distributed on the pier and stowed in ships according to ports 
of delivery and also were divided according to quality of cargo 
in order to facilitate stowage. He declared, however, that he 
considered free split delivery unsound practice and that he 
believed the extra service rendered to be worth the spread 
between carload and less than carload rates. 

The regular consolidation .service charge, he said, was ten 
cents a hundred pounds for assembling and ten cents for break- 
up. Split delivery by the conference lines, he said, was limited 
to six terminal ports—Los Angeles, San Francisco, Oakland, 
Portland, Seattle and Tacoma. Not more than one Dill of 
lading was issued on a shipment to each port. 

Those who testified in favor of split delivery, holding that 
it was essential to the economic distribution of their products 
on the Pacific Coast, were: W. H. Pease, Bridgeport Brass 
Works; H. F. Iverson, General Paper Company, and West Dis- 
infecting Company; F. A. Parker, traffic manager, Columbia 
Mills Company and chairman of the split delivery committee 
of the Shippers’ Conference of Greater New York; C. S. Webb, 
traffic manager Parsons Linoleum Company; Frank Rich, traffic 
manager J. C. Penney Company; E. E. Devine, traffic manager 
Continental Paper and Bag Corporation; V. F. Moran, traffic 
manager, Gold Dust Corporation; J. B. Elkins, chief clerk, traffic 
department, American Linseed Company; L. D. Hawkins, special 
traffic representative, Rome Brass and Copper Company; C. E. 
Hippensteel, traffic manager, Okonite Company; E. S. Murphy, 
traffic manager Delco Light Company; C. B. Bell, traffic man- 
ager, Armour and Company; R. A. Ellison, representing six 
Cincinnati concerns making use of split delivery privileges in 
shipping goods to the Pacific Coast, via Atlantic ports; H. T. 
Huhn, traffic manager, Owens Bottle Company; Walter Hayes, 
assistant to general traffic manager, Sears-Roebuck Company; 
W. E. Whelpley, traffic manager of the Walworth Company; 
D. D. Sanford, treasurer, National Licorice Company. 


SPLIT DELIVERY CASE 


The Rome (N. Y.) Brass & Copper Company has asked the 
Shipping Board for permission to intervene in No. 45, Los 
Angeles Jobbers’ Association vs. Argonaut Steamship Line, Inc., 
et al., the split delivery case. As ground for intervention the 
petitioner says: 


Complainant ag, 2 in carload lots considered tonnage from its, 
plant at Rome, N. Y., to the various Pacific ports in pool cars, at 
the carload rate for delivery in varying amounts at the different 
ports; and, if the so-called split delive privilege is withdrawn, it 
will require straight carload shipment of 24,000 pounds consigned to 
one port and one consignee, in order to obtain the benefit of the car- 
load rate. Otherwise, the petitioner would be compelled to pay the 
less-than-carload rates, which is approximately twice the carload rate. 


ISTHMIAN LINE CASE 


The Commission, on the application of the United Steel 
Products Co., has reopened for hearing, No. 11214, application 
of the United States Steel Products Co. et al., under the 
provisions of section 5 of the interstate commerce act in con- 
nection with the ownership and operation of steamer lines 
through the Panama Canal. The Commission, in February, 
1923, authorized the steel products company, notwithstanding 
the fact that the United States Steel Corporation, its parent 
company, owned the Elgin, Joliet & Eastern Railroad, to oper- 
ate the ships of the Isthmian Steamship Lines through the 
Panama Canal. 

The steel products company now wishes to have a separate 
operating company, the Isthmian Steamship Co., also affiliated 
with the products company, to take over the opeartion of the 
ships. The case, therefore, has been reopened to enable the 
products company to make its desire a matter of record, as a 
condition precedent to the modification of the permission granted 
in 1923, allowing the steamship corporation to be substituted 
in its place. 
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OVERSEAS FREIGHT RATES ~ 


The Trafic World New York Burea, 


Ocean freight rates on cotton from Texas ports to Havre 
Bordeaux, Bremen, and Italian ports have been increased 5 cents 
a hundred pounds, effective January 1, continuing through June. 
The new rates to Havre, Bordeaux, Bremen, and Hamburg yi] 
be 50 cents a hundred pounds on on second class steamers ang 
to Italian ports 55 cents. The rate on first class steamers wil] 
be two cents a hundred pounds higher. 

L. C. Stewart, vice-president of Sudden and Christenson 
and acting chairman of the United States Intercoastal Lumber 
Conference, announced that the eastbound lumber rate for 
January would be maintained at $14-by conference lines. This 
follows the action of last week at which a $14 rate was fixed 
for December. 

Appointment of a successor to James P. Jennings, former 
chairman of the conference, which was referred to a special 
committee of conference members, has been laid over indef- 
nitely, said Mr. Stewart. 

A. request that decision by the Shipping Board in the New 
Orleans application for reduction of rates on burlap from Cal- 
cutta to New Orleans to the same basis as the rate to New 
York be postponed until New York interests have had an op. 
portunity to be heard, was made by W. J. L. Banham, president 
of the New York Board of Trade, in the following letter to 
the board: 





New York Board of Trade emphatically protests any such changes 
at this time without a corresponding reduction in rates between Cal- 
cutta and New York city, for the following reasons: 

New York is a shorter ocean haul by approximately fourteen to 
fifteen hundred miles. 

New York’s enormous investment in piers, docks and other facili- 
ties should be protected. 

The change of this particular rate would call for a complete revi- 
sion of other rates, which would seriously disturb business conditions 
without any economic advantage to the country. 

We sincerely petition that no decision be reached until after an 
op = be given New York interests to be heard on this 
subject. 


A bureau of commerce has been organized by the Port of 
New York Authority to bring about closer cooperation with 
the regional commercial bodies of the port district and to dis- 
seminate information regarding port facilities among industrial 
concerns throughout the nation. In explaining the functions of 
the new bureau, John F. Galvin, chairman of the Port Au- 
thority, said it was intended to bring about more intensive use 
of the facilities of the port and foster a healthy upbuilding of 
its commerce. 


An advisory traffic council, comprising representatives of 
the principal regional commercial associations of the port dis- 
trict, will pass on inquiries relating to foreign handling services, 
locations for ship terminals, and other requests for information, 
about the port. With this liason between it and the regional 
organizations, the bureau of commerce will be enabled to accord 
impartial treatment to all sections of the port area and at the 
same time to emphasize the port as a whole in its relations to 
the outports. 


The new bureau is to be an arm of the department of port 
development under the supervision of Billings Wilson, deputy 
manager of the Port of New York Authority, and will be di- 
rectly in charge of Walter P. Hedden as chief. 

The following changes in conference rates are announced: 


Great Britain and Ireland.—Contract rate on acetic acid has been 
changed as follows: In aluminum drums, 60c per 100 pounds through 
November and 50c per 100 pounds December 1 through December. 1929; 
in wood barrels, 70c per 100 pounds through November and 60c per 
100 pounds December 1 through December, 1929. Refrigerator rate on 
quinces is 35c per cubic foot. 

Red Sea, East Africa and India.—With the establishment of peace 
in the New York-Calcutta trade, the various steamship lines are now 
commencing to make contracts for 1929. The principal commodities in 
the trade from Calcutta are jute and burlap and the rates for the 
first six months of 1929 will be $7 and $7.50 per ton, respectively. For 
the last half of 1929 the ocean rates will be $8 and $8.50 per ton, re- 
spectively. 

Dutch East Indies.—Effective November 1, ocean rate on zine oxide 
will be $14 per ton’ of 2,240 Ibs. or 40 cubic feet ship’s option, instead 
of $20 per ton of 2,240 Ibs. as heretofore. 

Venezuela and Guiana.—At last meeting of this conference, ocean 
rate of 50c per cubic foot was established on unmanufactured tobacco 
to Paramaribo, Guiana. 

The former surcharge of 2s 6d a ton on Philadelphia bill of lading 
freight from Mediterranean ports has been removed by the trans- 
atlantic conference, according to announcement made by George W. 
Edmonds, manager of the Port of Philadelphia Ocean Traffic Bureau. 
This puts the port on the same basis as New York in relation to Medi- 
terranean trade. 

Great Britain and Ireland.—Contract rates have recently been 
established on the following commodities: Rag rugs, 30c per cubic foot 
through December 31, 1929; canoes burlapped, crated or boxed, 30c per 
cubic foot through September 30, 1929. > 

West Coast Italy.—The owe rate changes have been made at 
last meeting of this conference: China wood oil, reduced from general 
cargo rate of $21 per ton of 2,240 pounds or 40 cubic feet ship’s opera- 
tion to $10.50 per ton of 2,240 pounds, effective immediately. eclaimed 
rubber, contract rates, 50c per 100 pounds on passenger steamers and 
45c per 100 pounds on cargo steamers. Tariff rates, 55c per 100 pounds 
on passenger steamers and 50c per 100 pounds on cargo steamers. 
Contract rates effective upon signing of contract. 

Mineral water, $23 per ton of 2,240 pounds on passenger steamers 
and $21 per ton of 2,240 pounds on cargo steamers, effective imme- 
diately. 

Steel wool, 27%4c per cubic foot on passenger steamers and 2hc per 
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“THe BLUE GOOSE” 


x is one 
-f of the great fleet of 61 named 
f Pennsylvania freight trains that 


have set remarkable records for 
regularity and dependability of 
on time arrival. 


OOSE” 


A train that has won a picturesque name 


ENTURIES before the first awkward 
squad of Caesar’s legionnaires had 
learned to stand in line, the wild geese 
were following the seasons north and 
south in a peculiar flying wedge forma- 
tion. 

Only a few years ago the first air- 
plane squadron, winging its way into 
battle, looked like a flock of wild geese, 
so perfectly had the pilots copied the 
flying wedge. 

If the eagle is called the bird of war 
and the dove that of peace, then the 
wild goose should be known as the 
bird of organized flight through peril 
and storm. And there is a peculiar fit- 
ness in the naming of a fast Pennsyl- 
vania freight train “The Blue Goose.” 
It flies on a schedule as punctually 
maintained as that of the average pas- 
senger train. 


“The Blue Goose”’ starts from Harris- 


burg, Pennsylvania, and has direct con- 
necting trains from all important East- 
ern Terminals, including Potomac Yard, 


Here are three other Pennsyl- 
vania freight trains whose regu- 
lar on time arrivals have earned 
them distinctive names: 


“THE ORIOLE’ 
Perishable Freight 
(From Southern States) 
Washington to New York 


‘“‘THE HUMMER” 
Merchandise 
Pittsburgh to St. Louis 


“THE THOROUGHBRED” 
Live Stock 


Indianapolis to Pittsburgh 
and Seaboard Cities 





Virginia. In its caravan is merchandise 
of every description including perish- 
able produce from the Southland. 
These important cargoes are consigned 
for Buffalo and points beyond, routing 
via connecting lines at the Canadian 
Frontier. 

Leaving Harrisburg at a regular hour 
“The Blue Goose” wings its way via 
Renovo, Pennsylvania and Olean, New 
York, to Buffalo, where its arrival at a 
convenient hour permits the placing of 
cars at the Buffalo Freight Stations 
shortly before noon. 

Train and engine crews are largely 
responsible for the enviable records of 
on time performance ““The Blue Goose” 
is making. And all along the line, an 
efficient organization, justly proud of 
the fact that most Pennsylvania freight 
trains now run on a schedule is helping 
to make the record of on time perform- 
ance daily more impressive. 


PENNSYLVANIA RAILROAD 


Carries more passengers, hauls more freight than any other railroad in America 
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cubic foot on cargo steamers. This is the contract rate and extends 
through the year 1929. Rate is effective when signing the contract. 

West Mexico and Central America.—Rate of 25c per cubic foot was 
established to apply on cotton shoddy to all West coast, Mexican and 
Central American ports. 

West Coast South America.—The following ocean rate changes 
were made: Jugs, Glass, Common—25c per cubic foot to Group 1 
ports; 35c per cubic foot to Group 2 ports; 45c per cubic foot to 
seep S _— except Buenaventura, which takes rate of 35c per 
cubic foot. 

Jugs, Earthenware and Stone—35c per cubic foot or 63c per 100 
pounds, ship’s option, to Group 1 ports; 45c per cubic foot or 80c per 
100 pounds to Group 2 ports and 53c per cubic foot or 95c per 100 
pounds, 4 option, to Group 3 ports. 

Jugs, N. O. S. except Cut Glass—60c per cubic foot or $1.07 per 
100 pounds, ship’s option, to Group 1 ports; 70c per cubic foot or 
$1.25 per 160 pounds to Group 2 and 3 ports. 

Jugs, Cut Glass—65c per cubic foot or $1.16 per 100 pounds, ship’s 
option, to Group 1 ports; 75c per cubic foot or $1.33 per 100 pounds, 
ship’s option, to —— 2 ports, and 86c per cubic foot or $1.54 per 
100 pounds, ship’s option, to Group 3 ports. 

Auto Tire Repair Kits—60c per cubic foot or $1.07 per 100 pounds 
ship’s option, to Group 1 ports; 70c per cubic foot or $1.25 per 106 
pounds to Group 2 and 3 ports. 

Sheet Lead—35c per cubic foot or 68c per 100 pounds, ship’s 
option, to Group 1 ports; 45c per cubic foot or 80c per 100 pounds, 
ship’s option, to Group 2 ports, and 58c per cubic foot or 95c per 
100 pounds, ship’s option, to Group 3 ports. 

Group 1 ports: Puerto Bolivar and Guayaquil, in Ecuador; Chim- 
bote, Pimentel, Payta, Pacasmayo, Puerto Chicama, Salavery, Pisco, 
Callao, Mollendo, Ilo, in Peru; Arica, Pisagua, Chanaral, Caldera, 
Coquimbo, Huasco, Tocopilla, Talta, Iquique, Valparaiso, San Antonio 
Talcahuano, Autofagasta, Coronel, Corral, Puerto Montt, Ancud and 


Magallanes, in Chile. 
Group 2 ports: Eten, Supe, Samanco, Casma, Huacho, Huarmey; 


Cerro Azul, mas, Chala, Tambo de Mora in Peru; Gatico, Lota, 
Calita Buena, Penco and Tome in Chile. 

Group 3 ports: Buenaventura and Tumaco in Colombia; Es- 
meraldas, Bahia de Caraquez and Manta in Ecuador. 

Effective immediately, the following rates will apply to Buena- 
ventura, Colombia: Automobiles, 25c per cubic foot; phonographs, 
35c per cubic foot, or 70c per 100 pounds, ship’s option; phonograph 
records, 35c per cubic foot, or 70c per 106 pounds, ship’s option. 

The above rates to Buenaventura in addition to the following 
will remain in effect until December 31, 1928: Lard, 90c per 100 
pounds; biscuits, 42c per cubic foot; lubricating compound, 24c per 
cubic foot; lubricating graphite, 24c per cubic foot; graphite and 
lubricating grease, 24c per cubic foot; vaseline grease, crude, not 
medicated, 24c per cubic foot; engine, flotation, lubricating, machine 
and tar oil, 24c per cubic foot; wheelbarrow, 40c per cubic foot; 
flour, 40c per 100 pounds; sugar, 50c per 100 pounds; wheat, 25c per 
100 pounds; cocoa beans, 75c per 100 pounds; corn oil, 25c per cubic 
foot, or 50c per 100 pounds, ship’s option; corn starch, 25c per cubic 
foot, or 50c per 100 pounds, ship’s option. 

The above rates to Buenaventura subject to 10 per cent discount 
if forwarded on transshipment steamer. 

Far East.—The Far East Conference announce, effective at once, 
that the rates on carbon black will remain open through March, 1929. 

United Kingdom.—The present flour rates to United Kingdom 
ports have been extended through January, 1929. 


PANAMA CANAL REPORT 


Pointing out that the total net revenue from combined 
Panama Canal and Panama Railroad operations in the fiscal 
year ended June 30, 1928, was $20,621,314.82, the best showing 
for any year since the canal was opened, the governor of the 
Panama Canal, in his annual report to the Secretary of War, 
said the increasing revenues “have been made the occasion for 
proposals that the tolls be reduced, either on all traffic or on 
special classes of vessels.” 

“Policy in this respect is for determination by Congress,” 
continues the report. “It is pertinent, however, for the admin- 
istration of the canal to point out that heavy expenditures are 
yet due to be made for additions and replacements in the plant, 
for the adequate quartering of employes, for suitable retirement 
of emplbyes grown old or disabled in this exacting sérvice; that 
tolls at Panama are lower (by approximately a third at. present) 
than the tolls at Suez; that reductions will benefit foreign 
vessels in foreign trade as well as United States vessels in 
domestic trade; that the intercoastal lines are competing se- 
verely with the railroads, and a lowering of tolls may cripple 
the internal transportation system of the United States while 
reducing the government’s revenue, with offsetting benefits ac- 
cruing only to limited special interests.” 

Traffic through the canal in the fiscal year covered by the 
report was greater than in any preceding fiscal or calendar year. 
Traffic in the fiscal year 1928 was greater than that in the fiscal 
year 1927 by 18 per cent in the number of commercial transits, 
12 per cent in net tonnage, 11 per cent in tolls, and 7 per cent 
in cargo carried. 

The growth of traffic, according to the report, has brought 
to the front considerations of the possibility of its exceeding 
the capacity of the canal, with the corollary of considering ways 
by which the capacity may be increased. 

“Present traffic is considered to be between 45 and 50 per 
cent of that which the canal can handle, as constructed at pres- 
ent,” says the report. “The first move to provide for future 
increases and to assure sufficient depth of water in the cut 
and over the upper sills of the locks has been begun in the 
development of a supplementary water supply. It is be- 


lieved that this, with the eventual construction of a third flight 
of locks, paralleling the present twin flights, will increase the 
present. capacity of the canal by about 70 per cent.” 

The net tonnage of the 6,456 commercial transits in the 
fiscal year 1928 was 29,458,634 tons, Panama Canal measure- 
ment. 


Tolls levied amounted to $26,944,499.77, and cargo carried 
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through the canal aggregated 29,630,709 tons. There wag , 
slight decrease in the United States intercoastal trade as cop. 
pared with 1927, due chiefly to decline in oil shipments. Sing» 
the canal was opened to traffic August 15, 1914, the number 
of transits to June 30, 1928, was 46,833; and tolls, $193,307,727.83. 

The net income from tolls and other miscellaneous receipts 
known as “transit revenues” was $18,224,844.86 for the fisca] 
year 1928, as compared with $15,611,093.80 for 1927; $15,151, 
668.06 for 1926; $13,465,924.72 in 1925, and $16,307,948.50 in 1994 

The report states that the excess of total earnings over 
total expenses at the beginning of the fiscal year 1929 stood 
at $98,915,439.82, but that in those figures there is no consid. 
eration of interest charge on the investment and that if interest 
were taken into consideration, there would be a deficit in 
operating earnings. On that phase of the subject the report says: 


Investment in the canal is partly commercial, partly for national 
defense. Arbitrarily the figure of $275,000,000 has been adopted as 
representing the investment in a commercial sense (exclusive of the 
Panama Railroad Co.) and approximately $115,000,000, including the 
$40,000,000 paid to the French, has been charged off as expendi- 
ture for national defense. The annual interest on $275,000,000 at 
3 per cent, the rate on most of the Panama Canal bonds, would be 
$8,250,000; at 4 per cent it would be $11,000,000; at 5 per cent, $13,- 
50,00 However, no interest charge is taken into account, although 
there is a fixed annual charge of $350,000 for amortization of canal 
fixed property having a life of 100 years and $640,000 covering deprecia- 
tion at 2 per cent per annum on property having a life of less than 
100 years, which together with interest at 3 per cent per year will 
provide for amortization of the investment or replacement of all 
items at the end of 100 years. In addition, the expenses include a 
further charge of approximately $750,000 per year for depreciation 
of canal equipment and plants. To June 30, 1928, the operating 
expenses for the canal proper amounted to approximately $104,000,000 
and the revenues to over $196,000,000, of which $193,018,936.71 was 
for tolls alone. In addition, the operating expenses of certain aux- 
iliary business units amounted to over $159,500,000 more, against 
business revenues of $166,000,000. The excess of total earnings over 
total expenses at the beginning of the fiscal year 1929 stood at 
$98,915, 439.82. 

In the above, as stated previously, there is no consideration of 
interest charge on the investment. At 3 per cent on $275,000,000 it 
would have amounted to $115,500,000 for the 14-year period of canal 
operation at simple interest and if compounded would be considerably 
~~ ae this the operating earnings, aggregated to date, leave 
a deficit. 


SHIPPING BOARD ACTION 


The Shipping Board has postponed the date of opening of 
bids for the sale of the United States Lines and American Mer- 
chant Lines from November 15 to January 15. It is the deter- 
mination of the board to obtain the best bids possible and to 
afford all interested citizens adequate opportunity to make finan- 
cial arrangements and, particularly, plans for new construction. 
It has been found that opening the bids at the date originally 
fixed would not accomplish the purpose the board has in mind. 

It is the firm opinion of the board that satisfactory bids will 
be submitted, and with these lines comprising the largest poten- 
tial sale and with the provisions of the merchant marine act of 
1928 only in their early operation, American citizens will be 
afforded ample time to make the necessary plans and financial 
arrangements in order to submit detailed proposals. The exten- 
sion of date is agreeable to practically the entire American ship- 
ping market. - 


The board has adopted new forms of agreements to be used 
with the board’s present managing operators, and instructed the 
Merchant Fleet Corporation to put them into effect as expedi- 
tiously as possible. 

There are two plans which have been developed in the cor- 
poration, one known as the “lump-sum plan” and the other as 
the “profit sharing plan.” Both would reduce the supervisory 
requirements to merely an inspection and auditing force and 
would place the board’s reduced ship operations more nearly on 
a private basis and stimulate private initiative by placing respon- 
sibility on the operator. 


The lump-sum plan would involve changing the compensa- 
tion of the operator from the present percentage basis to a lump 
sum amount per annum, for which he is to maintain the line, the 
Shipping Board making adequate inspections from time to time 
covering the regular maintenance of the service and the physical 
condition of the ships. The amount of lump sum compensation 
will be arrived at from an analysis of the present results in the 
particular line, and the agreement will provide that the amount 
to be paid shall be subject to adjustment from time to time. 


The profit sharing plan is designed to set up an incentive for 
the agent to minimize operating costs in addition to the incen- 
tive already existing under the present agreement to increase 
gross revenues. The plan contemplates fixing with the particu- 
lar operator a minimum amount of compensation which is re- 
quired to meet his necessary out-of-pocket expenses. Thereafter, 
his compensation would depend solely upon net operating results. 
This will be accomplished by fixing a definite percentage on 
gross receipts which will maintain the present incentive for the 
operator to secure all possible revenue. An offsetting percentage 
based upon the extent to which the operator will participate in 
operating costs will be deducted from his percentage share of 
the gross revenue. This would result in making any substantial 
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TRANSMARINE LINES 


Direct Service 


LOS ANGELES (Wilmington—Berth 188) 
SAN FRANCISCO (Pier 39) 
OAKLAND (Grove Street Pier) 







Intercoastal 
PORT NEWARK, N. J. (New York Harbor) 
a LF ia Railroad 
Central Railroad of New Jersey 
Lehigh Valley Railroad Steamer 
NS occa nhs kid ines SUCARSECO 
December 5.................... SUGILLENCO 


AND ALTERNATE WEDNESDAYS THEREAFTER 






Seti Gulf-Intercoastal 


MOBILE, ALA. (fitnaB Stns pocks) Steamer 
ne alsa wigs sl areicted SUPORTCO* 


ee 





ee ee 


AND ALTERNATE THURSDAYS THEREAFTER 
*Also calls at Seattle, Wash. 


TRANSMARINE LINES 


Port Newark Terminal 
Telephone Mulberry 4300 











General O 
5 Nassau St., New a Gack City 
1 > eg 


‘elepho ne 
necies: B ole, Cas Angeles, Mobile, 
Asonilend, Pi Pitts! dwg A Francisco, one 







0 Ship by Water 
WILLIAMS LINE 


San Diego, Los iene San Francisco 
Oakland, Seattle and Tacoma 


Baltimore, Philadelphia, 
New York and Norfolk 
SAILINGS EVERY 10 DAYS 
Thru bills of lading insured to all other Pacific 
Coast Ports, Fawail and the Far East 
For rates, dates of sailings and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York, Telephone Bowling Green 7394 


Baltimore, Md Pliladelphte, P Putshergh, P Norfolk, V: 
Drexe'! Bldg. Oliver % Law Building 


39 South St. 
And at our Branch Offices at ports of call, etc. 
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For Your Information 


Here Are a Few of the 
Industries Located on 
Deep Water at 


HOUSTON 


Carnegie Steel Company 
Anderson-Clayton Compress & Wharves 
Alexander Sprunt & Sons Compress & Wharves 
Texas Chemical Company 

Deepwater Oil Refineries 

Magnolia Petroleum Company 

Texas Portland Cement Co. 

Manchester Municipal Wharf 

American Maid Flour Mills & Elevator 
Southern Pacific Wharves 

Sinclair Refinery 

The Texas Company 

Municipal Grain Elevator 

B. H. Elliott Shipbuilding Company 

W. D. Haden Shell Plant 

Harrisburg Machine & Foundry Company 
Armour Fertilizer Company 

Humble Oil & Refining Co. 

Peden Iron & Steel Company 

Houston Compress Company 
Galena-Signal Oil Refinery 

Houston Lighting & Power Company 
Channel Fuel Company 







































































































Ideal sites are to be had for those industries 
looking for an outlet to the sea, where the 
finest weather conditions prevail the year 
through, where there is plenty of labor and 
where the cost of fuel is low—natural gas, 
oil, electricity. The finest of rail facilities— 
18 railroads serving Houston, and an inland 
harbor with over fifty miles of available deep 
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profit to the operator dependent upon the increase in gross rev- 
enue and the decrease in operating costs. 

It is confidently anticipated by the board that either of these 
plans where adopted with the different operators will result in 
greater efficiency in the operation of the lines and reduce losses. 
The purpose in general is to give the operator a freer hand in 
the development of the line and at the same time fix a responsi- 
bility for reducing the operating costs, so that an efficient oper- 
ator will obtain better results from his own efforts and in the 
final analysis help build up the business for each established line. 

The following agreements, filed in accordance with section 
15 of the shipping act, have been approved by the Shipping 
Board: 


The New York & Porto Rico S. S. Co. with White Star Line: 
Through billing arrangement in respect to traffic between Porto Rico 
and Liverpool, Manchester, Southampton & Havre at through rates 
based upon direct line rates and apportioned three-sevenths to the 
trans-Atlantic line and four-sevenths to the Porto Rico Line, the 
latter absorbing cost of transfer at New York. 

The New York & Porto Rico Steamship Co. with Cunard Steam 
Ship Co., Arrangement covering through shipment between 
Porto Rico and Liverpool, London, Southampton & Gibraltar; the 
through rates to be based upon direct line rates and apportioned 
three-sevenths to Cunard and four-sevenths to Porto Rico Line, the 
latter absorbing transhipment cost at New York. : 

American-Hawaiian Steamship Co. with New York & Cuba Mail 
S. S. Co.: Arrangement providing for movement of shipments of sisal 
on through bills of lading from Progresso, Mex., to Pacific Coast ports 
of United States, and apportioning the through rate, which is based 
upon competitive through rate, in the ratio of three-sevenths to the 
intercoastal line and four-sevenths to the New York & Cuba Mail, 
which assumes the cost of transhipment at New York. ? 

Bull Insular Line, Inc., with Norton, Lilly & Co., Bank Line, Ltd., 
and Ellerman & Bucknall Steamship Co., Ltd.: Covers shipments of 
gunny sacks from ports in India to Porto Rico via New York, the 
through rates to be on a parity with those quoted by other carriers 
in the trade and are to be apportioned 55 per cent to the originating 
carrier and 45 per cent to the Bull Insular Line, subject to agreed 
minima to the Bull Insular Line on shipments to direct ports of 
call and to specified outports in Porto Rico. Cost of transhipment 
at New York is to be assumed by the Bull Insular Line. 

The New York & Porto Rico Steamship Co. with American Ex- 
ort Lines: Agreement covering movement of shipments on through 
bills of lading between. Porto- Rico and French, Italian and North 
African ports via New York, the through rates to be based on direct 
line rates and apportioned three-sevenths to the Export Lines and 
four-sevenths to the Porto Rico Line, the latter absorbing cost of 
transfer. 

The New York & Porto Rico Steamship Co. with Bank Line, Ltd.: 
Through billing arrangement in respect to shipments of gunnies from 
Caleutta to Porto Rico via New York on agreed through rates which 
are to be appgrtioned 55 per cent to the Bank Line and 45 per cent 
to the Porto Rico Line with specified minima to designated main 
ports and outports in Porto Rico; cost of transhipment to be absorbed 
by the Porto Rico Lines. 

The New York & Porto Rico Steamship Co. with Messrs. Funch, 
Edye & Co.: Terms and conditions identical with those of Agreement 
No. 707 with: Bank Line. 

The New York & Porto Rico Steamship Co. with Roosevelt Steam- 
ship Co., Inc.: Terms and conditions of this agreement identical with 
those of Agreement No. 707 with Bank Line. 

The New York & Porto Rico Steamship Co. with Norwegian Amer- 
ica Line: Covers through shipments between Porto Rico and Drou- 
thein, Norway via New York at agreed through rates, out of which 
the trans-Atlantic carrier is to receive its full local rate and the 
Porto Ricon Line the remainder, the latter to absorb cost of trans- 
fer out of its proportion. 

The New York & Porto Rico Steamship Co. with Panama Rail- 
road Steamship Line: Through billing arrangement covering ship- 
ments from Porto Rico to the Canal Zone on a combination of local 
rates plus cost of transfer at New York. 

The New York & Porto Rico Steamship Co. with Swedish Amer- 
ican Line: Covers through shipments from Porto Rico to designated 
Scandinavian ports at agreed through rates which are to be appor- 
tioned three-sevenths to the trans-Atlantic carrier and four-sevenths 
to the Porto Rico Line, which is to absorb the cost of transfer at 
New York. 

The New York & Porto Rico Steamship Co. with United States 
Lines: Arrangement covering movement of shipments on through 
bills of lading between Bremen and Porto Rico via New York, the 
through rates to be based on direct line rates and apportioned three- 
sevents to the United States Lines and four-sevenths to Porto Rico 
Line, the latter to absorb cost of transfer at New York. 

The New York & Porto Rico Steamship Co. with Luckenbach 
Steamship Co., Inc.: Covers movement of canned goods on through 
bills of lading from Pacific Coast ports of the United States to Porto 
Rico via New York. Through rates, which are to be based on direct 
line rates, and transfer costs at New York are to be apportioned 
60 per cent to the intercoastal line and 40 per cent to the Porto Rico 


Line, the latter in no instance to absorb in excess of 40 per cent of 


6 cents per 100 pounds. 


The New York & Porto Rico Steamship Co. with Anchor Line: 
Arrangement covering movement of shipments on through bills of 
lading between Glasgow and Porto Rico via New York on basis of 
direct line rates which are to be apportioned three-sevents to the 
trans-Atlantic carrier and four-sevenths to the Porto Rico Line, which 
is to absorb cost of transfer at New York. 

The New York & Porto Rico Steamship Co. with American-Ha- 
waiian Steamship Co.: Covers through movement of rice, beans, dried 
fruit and canned goods from Pacific Coast ports to Porto Rico at 
direct line rates which are to be apportioned on the basis of 60 
— cent to the intercoastal carrier and 40 per cent to,the Porto 

ico Line. Cost of transfer at New York to be apportioned on the 
same basis as the through rate, subject to maximum absorption of 
40 per cent of 6 cents per 100 pounds by the on-carrying line. 

The New York & Porto Rico Steamship Co. with Atlantic Trans- 
port Line: Arrangement for handling through traffic between London 
and Porto Rico on the basis of direct line rates which are to be 
apportioned three-sevenths to the trans-Atlantic carrier and four- 
sevenths to the Porto Rico Line which is to absorb the cost of trans- 


fer at New York. 

Java Pacific Line, Kingsley Navigation Co., Ltd., McCormick 
Steamship Co., Nelson Steamship Co. and Pacific Steamship Co.: 
Arrangement covering movement of shipments on through bills of 


lading between Pacific Coast ports other than Java Pacific loading 
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ports and Oriental ports, with transhipment at San Franciseo 
Through rates are to be based on direct line’s rates and appor. 
tioned two-thirds to the trans-Pacific carrier and one-third to the 
coastwise. carrier, with a minimum proportion of $2.50 per ton ang 
minimum bill of lading charge of 75 cents accruing to the latter 
When transhipment cargo is carried on a proportional rate the coast: 
wise line’s proportion will be one-third of the Java_ Pacific Line’s 
proportion. Transfer and terminal charges at Pacific Coast ports wijj 
be divided between the participating lines in the same proportion as 
the through rate. 

American-Hawaiian S. S. Co. with National Navigation Lines: 
Covers through movement of shipments from U. S. Atlantic Coagt 
ports to Topolobampo, Mexico. The through rates are to be based 
on direct line’s rates out of which National Navigation Lines are 
to receive their local rates from_San Francisco to Topolobampo, the 
American-Hawaiian Steamship Company the remainder, the former 
absorbing outward state tolls and the latter inward state tolls at 
San Francisco, and each assuming 50 per cent of cost of transferring 
shipments. 

The New York & Porto Rico S. S. Co. with American Export Lines: 
Through billing arrangement covering shipments of onions from 
Alexandria to Porto Rico via New York, the Porto Rico Line re. 
ceiving its full local rate and the Export Lines the remainder of 
the through rate after deduction of transfer charges. 

The New York & Porto Rico S. S. Co. with American-Hawaiian 
S. S. Co.: Through billing arrangement covering traffic from Pacific 
Coast ports to Dominican ports via New York on combinatoin of 
local rates plus cost of transfer. 

The New York & Porto Rico S. S. Co. with American West 
African Line, Inc.: Agreement covering through movement of ship- 
ments of tobacco from Porto Rico to the Canary Islands via New 
York, the through rates to be based on direct line’s rates and ap- 
portioned three-sevenths to the Porto Rico Line and four-sevenths 
to bene West African Line, each assuming 50 per cent of the cost of 
transfer. 

The New York & Porto Rico Steamship Co. with Lamport & 
Holt, Ltd.: Arrangement covering movement of shipments of jerked 
beef on through bills of lading from Montevideo to Porto Rico via 
New York, the Porto Rico Line to receive 30 per cent of the through 
rate after deduction of customs entries and transfer charges. 

The New York & Porto Rico S. 8S. Co. with Munson Steamship 
Line: Through billing arrangement in respect to shipments of cigars 
and tobacco from Porto Rico to Buenos Aires and Montevideo, the 
Munson Line to receive its full local rate and the Porto Rico Line the 
remainder of the through rate out of which it will absorb transfer 
charges at New York. 

The New York & Porto Rico S. S. Co. with Scandinavian American 
Line: Agreement covering through movement of shipments between 
Copenhagen and Porto Rico on through rates based on direct line’s 
rates, and apportioned three-sevenths to the trans-Atlantic carrier 
and four-sevenths to Porto Rico Line, the latter absorbing cost of 
transfer at New York. 

The New York & Porto Rico S. S. Co. with Holland-American 
Line: Through billing arrangement in respect to traffic from Amster- 
dam and Rotterdam to Porto Rico via New York, through rates and 
transhipment charges to be apportioned equally between the lines. 

The New York & Porto Rico S. S. Co. with French Line: Ar- 
rangement covering movement of shipments on through bills of lading 
between Porto Rico and Bordeaux, Cherbourg, Havre and Vigo, with 
transhipment at New York, the through rates to be based on direct 
line’s rates and apportioned three-sevenths to the trans-Atlantic 
carrier and four-sevenths to the Porto Rico Line, which absorbs 
cost of transfer. 








DIFFERENTIAL ABSORPTION 


The Port Authority of New York has obtained an inter- 
pretation of the resolution, about the absoprtion of rail rate 
differentials at north Atlantic ports, adopted at the Virginia 
Beach Cdnference of intercoastal lines. (See Traffic World, 
November 3, p. 1016) According to Wilbur LaRoe, Jr. counsel 
for the Port Authority in Washington, the brief announcement 
contained in the Traffic World was misleading, caused misun- 
derstanding and the making of many inquiries. The interpreta- 
tion was made in a bulletin issued by R. C. Thackera, chairman 
of the United States Intercostal Conference. Mr. Thackera said: 


We may interpret the working out of the rule in this manner: 

A. Two of the conference lines, American-Hawaiian and Lucken- 
back, will discontinue equalization. 

B. There are six other lines in the conference. . . The Dollar 
line has sailings from New York and Boston only, and is an A line. 
Under the agreement it can continue to practice port equalization. 
The Panama-Pacific line, which is classified as A, and the Trans- 
Marine, classified B, have New York sailings only, and may continue 
the practice of port equalization. The remaining three conference 
lines, Munson-McCormick, Williams, and California & Eastern, have 
sailings from Philadelphia, Baltimore or Norfolk, as well as New 
York, and may not apply port equalization unless they have some 
individual exclusive sailings from New York. Outside of the con- 
ference, there are five lines. . . . Of these, two, the Argonaut and 
Panama Mail sail from New York only and presumably will continue to 
practice port equalization. 

Summing up the situation, there appear to be five lines which 
he be in a position to continue port equalization under the modified 
rule. 





, FOURTH SECTION SUGAR 


The Florida East Coast, in fourth section application No. 
13589, has asked for an amendment to fourth section order No. 
8187, enabling it to establish rates on sugar, imported from 
Cuba via Miami and Key West, 12. cents over the rates from 
New Orleans, to destinations in Illinois, Indiana, Ohio, Iowa, 
Kansas, Michigan, Minnesota, Missouri, Nebraska, the Dakotas, 
Wisconsin and Wyoming, without observing the fourth section 
at intermediate points. The present differential is 16 cents. 

In its application the carrier says the reasons for the relief 
asked are set forth in the application that resulted in the issu- 
ance of the order it now desires to be changed by cutting the 
differential from 16 to 12 cents per 100 pounds. It asserts that 
the permission to increase rates given in Ex Parte 74 resulted 
in increasing the differential from 12 to 16 cents. Its desire 
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is to establish the old differential, so as to give it an oppor- 
tunity to move sugar through the Florida ports in competition 


with the movement through New Orleans. The requested rates 
would apply on sugar, refined or not refined, on a minimum of 
60,000 pounds. 


NEW ORLEANS INTERVENES 


The Shipping Board has received a petition from the New 
Orleans Joint Traffic Bureau for permission to intervene in No. 
47, Board of Commissioners of the Lake Charles Harbor & 
Terminal District vs. New York & Porto Rico Steamship Co. 
The bureau alleges that the complainant in this proceeding seeks 
to divert business now moving through and via New Orleans to 
Porto Rico and that such diversion would seriously affect and 
impair the steamship service from New Orleans to Porto Rico 
and the welfare and prosperity of many of the members of 
the organizations represented by the petitioner and also the 
city and port of New Orleans. Therefore the bureau. asks to 
be treated as an original party to the case. 


AMERICAN SHIPPER COMMENDED 


- 

The Shipping Board has adopted a resolution commending 
the officers and crew of its ship, the American Shipper, for its 
work in rescuing 123 survivors of the sunken British steamer 
Vestris. The American Shipper, according to reports to the 
board, was the farthest away of all the ships that went to the 
aid of the Vestris, but was the first to find any of the castaways. 


HARDWOOD LUMBER COMPLAINT 


The Board of Commissioners of the Lake Charles Harbor 
and Terminal District and the Lake Charles Association of 
Commerce, of Louisiana, have been permitted by the Shipping 
Board to intervene in No. 51, Foreign Trade Bureau, New 
Orleans (La.) Association of Commerce, vs. Bank Line et al., 
involving rates, charges and practices with respect to the 
handling of hardwood lumber at Gulf ports. 


SHIP SOLD TO EXPORT LINE 


The Shipping Board has sold the Nadmhok, an oil-burning 
steel cargo vessel of 8,727 deadweight tons, to the Export Steam- 
ship Corporation of New York, for operation between New 
York and ports of the Mediterranean and Black seas, for $65,- 
452.50. The sale was made on the same terms and conditions as 
those that applied to the original sale of the board’s American 
Export Line to the Export Steamship Corporation. The purchaser 
guarantees the maintenance of regular sailings. 


SHIP TAX EXEMPTIONS 


The Shipping Board has certified to the Treasury Depart- 
ment that an amount exceeding funds accruing to the Columbia 
Steamship Co. of Cleveland, from the sale of three vessels, were 
applied to construction of the bulk cargo carrier, Joseph H. 
Frantz, a satisfactory vessel, and therefore come within the 
meaning of section 23, merchant marine act, 1920, authorizing 
exemption of such funds from income taxes. The sum involved 
is $500,000. The board likewise certified that funds amounting 
to $180,000 received by the Kinsman Transit Co. of Cleveland, 
from sale of the Anna C. Minch were applied to construction 
of the bulk cargo carrier, George M. Humphrey, and come within 
the meaning of the section. of the act. 


MONEY FOR BARGE LINE 


Congress will ‘be asked to appropriate from $3,000,000 to 
$4,250,000 for the purchase of additional stock of the Inland 
Waterways Corporation to provide money for expansion of the 
facilities of-the government barge services in accord with the 
provisions of the Denison barge line expansion act passed at 
the last session of Congress. The capitalization of the Inland 
Waterways Corporation, by that act, was increased from $5,000,- 
000 to $15,000,000, making available for purchase by the gov- 
ernment of additional stock in the sum of $10,000,000. Purchase 
of all the additional stock is not to be asked at this time. The 
Bureau of the Budget is now considering what recommendation 
shall be made as to purchase of additional stock. Whatever 
recommendation is made by the bureau will be passed on first 
by the House committee on appropriations. 

General T. Q. Ashburn, chairman and executive officer of 
the Inland Waterways Corporation, says additional equipment 
is needed to take care of increasing business on the lower 
Mississippi, that at least one towboat and twenty barges in 
the way of additional equipment are necessary and that two 
more towboats and thirty additional barges could be used to 
meet the demands on the service. 

The government barge lint service will make a very favor- 
able financial showing for 1928, according to General Ashburn. 
In September, he points out, the lower Mississippi division 
handled approximately 150,000 tons of cargo, the highest monthly 
total on record, and business was offered that could not be 
handled. This record was made, according to the general, not- 
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withstanding that river conditions were not favorable fo, 
operations. 

General Ashburn says the lower Mississippi division shows 
an operating gain of over $100,000 for September and that, after 
losses sustained on the upper Mississippi and Warrior divisions 
have been deducted, the gain for the entire line will reach 


‘approximately $80,000, for the month, and that this makes the 


barge line operations self-sustaining. 


SEPTEMBER OPERATING RESULTS 


The Commission’s official figures on operating revenues anq 
operating expenses of Class I railroads, for September and the 
nine months ended with September, for the United States, com. 
piled by the bureau of statistics from carrier reports, follow: 

1927 
239,437.60 


1928 
Average number of miles operated...... 240,691.56 





Revenues: 
ER > oUniaee + SMa wees ee WRN 0 a0 oe $ 423,346,927 $ 426,936,647 
Pe. , ccouheeeereed 0etbie +45 6 a0¥e *80,098,421 786,318,864 
 _ Saree ee er 9,016,316 7,653,643 
MEN a 5s J i-chiie.s Mitac see's aus os 12,758,257 13,928,015 
All other transportation 18,228,281 18,004,175 
MEL, «6604.5 6. OGM e Ohe Ps obs céb.s ends 11,780,474 11,894,766 
5 ee So ee a re ee 1,082,683 1,168,108 
Joint facility—Dr............ eves eee 267,339 435,675 
Railway operating revenues...... 556,044,020 565,468,543 
Expenses: ' 
Maintenance of way and structures... 74,838,582 76,788,693 
Maintenance of equipment........... 95,697,728 99,858,709 
oo eee a ee oe 10,167,345 9,936,371 
RO UMMROEL -2 6 .c'is 60. 6UVeels 6000 cede 175,642,590 180,786,340 
Miscellaneous operations ............ 4,864,444 4,977,846 
ar ce See 15,879,528 16,098,546 
Transportation for investment—Cr... 1,443,731 1,839,355 
Railway operating expenses...... 375,646,486 386,607,150 
Net revenue from railway operations.... 180,397,534 178,861,393 
BERIT TEX DOCTUOIB . 0.0 ociciccsccscccsscecs 35,547,206 35,357,188 
Uncollectible railway revenues........... 99,441 121,633 
Railway operating income........ 144,750,887 143,382,572 
Equipment rents—Dr. balance........... 8,170,661 8,223,551 
Joint facility rent—Dr. balance.......... 2,067,297 2,064,720 
Net railway operating income... 134,512,929 133,094,301 
Ratio of expenses to revenues (per cent) 67.56 68.37 
NINE MONTHS 
Average number of miles operated...... 240,262.44 239,186.90 
Revenues: 
ais n.g 0a on e-shen esp bee eaten $3,415,019,689 $3,476,684,100 
ETP RE AE EEL ETC 689,390,966 §748,516,618 
I atts Within acd'6-a'p mall ao-o4iniaa.g 4-40aim anise 73,302,806 70,152,249 
aE i dla aaare aera ed sei Gas oe 101,669,377 102,627,479 
All other transportation.............. 154,913,402 156,072,573 
ano 65 oaths oarecak obese eer 93,070,434 97,516,006 
a ee 9,993,652 10,407,897 
Pe ENE HEIN so. 5 50 666.0009 sacevnces 3,190,359 3,792,704 
Railway operating revenues...... 4,534,169,967 4,658,184,218 
Expenses: 
Maintenance of way and structures.. 637,735,412 662,738,879 
Maintenance of equipment........... »532,577 925,043,286 
PIED higiaaetacts oi + aiee1e.0.4 0.0 ibsrae ¥.0o 93,963,248 90,519,178 
NIE, WD sd 0 nine 4's d,6.6:600 60 & 1,556,253,081 1,621,668,990 
Miscellaneous operations ............ 42,260,7 42,591,815 
I od inch Rls ao 6 w'sie.c Op oa asaie.oe 144,850,625 144,386,671 
Transportation for investment—Cr... 11,553,504 12,036,852 
Railway operating expenses...... 3,341,042,187 3,474,911,967 
Net revenue from railway operations.... 1,193,127,780 1,183,272,251 
EE GR MOOT sc 2 oc < cccceséwcecccess 285,568,966 287,466,272 
Uncollectible railway revenues........... 958,944 1,107,225 
Railway operating income........ 906,599,870 894,698,754 
Equipment rents—Dr. balance........... 68,478,704 66,090,747 
Joint facility rent—Dr. balance....,...... 18,266,286 18,649,044 
Net railway operating income... 819,854,880 809,958,963 
Ratio of expenses to revenues (per cent) 73.69 74.60 


*Includes $3,848,668 sleeping and parlor car surcharge. 
tIncludes ihardie sleeping and parlor car surcharge. 
tIncludes $30,472,161 sleeping and parlor car surcharge. 
§Includes $30,706,201 sleeping and parlor car surcharge. 


LOCATION OF CARS 


The percentage of home cars on home roads, Class I, as of 
October 15, was 60.3, according to the semi-monthly bulletin of 
the car service division of the American Railway Association. 
By classes of equipment, the percentages were as follows: Box, 
50.7; refrigerator, 59.9; coal and coke, 65.9; stock, 80.3; flat, 
76.3; tanks and others, 93.8. By districts the percentages for 
all classes of equipment were as follows Eastern, 47.9; Alle- 
gheny, 68; Pocahontas, 51.8; Southern, 61.5; Western, 64.9. 

The semi-monthly bulletin of the association of percentages 
of freight cars on line to ownership, Class I roads, as of October 
15, showed the following: Eastern district, 96.9 as against 94.7 
a year ago; Allegheny, 98.1 as against 98.2.a year ago; Poca- 
hontas, 72.3 as against 79.9 a’year ago; Southern, 91.5 as against 
99 a year ago; Western, 102.5 as against 101.1 a year ago; 


all districts, 97.3 as against 97.6 a year ago; Canadian roads, 


104.2 as against 98 a year ago. 
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A distinguished train 


| %€)LYMPIAN 














188 ECHANICAL genius has given 
i the new Olympian everything 
between known to modern transportation. The 
20 CHICAGO wonder of six hundred and fifty-six 
01 SPOKANE miles, through glorious mountain 
37 SEATTLE scenery, on the wings of an irresistible 
TACOMA force—electricity. The sensation of 
90 gliding on silent roller bearings 
f Name every appointment known to 
79 provide comfort in travel—l|ladies’ 


lounge, baths, club-observation cars, 

‘coil spring mattresses, appetizing ; 
meals—on down the list and you'll : 
find them all on the Olympian. ' 


Yet there is something beyond these ] 
physical things that accounts for the ql 
Olympian’s standing among its many f 
friends. An atmosphere of quality, of j 
well being, of contentment prevails } 
that distinguishes this famous train 
from all others. } 


No Extra Fare a" 
GEO. B. HAYNES W. B. DIXON 


Passenger Traffic Manager General Passenger Agent 
Chicago 
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WASTE IN TRANSPORTATION 


Editor The Traffic World: 

The reason there is any waste in transportation from a 
shipper’s standpoint is that business men just will not look 
into the matter seriously. They will quickly take alarm if there 
is anything that looks out of line in their sales or purchasing, 
but, as for the keeper of the old barn door, namely, the shipping 
or receiving clerks, almost anything goes. Yet, in this era of 
narrow margins of profits and excited researches into this and 
that, who has ever heard of any national attempt to stop the 
waste in transportation for the benefit of the public at large, 
and especially the shippers and receivers of the United States? 
The trouble is that two factors govern, which are not readily 
seen by the average business executive. First, almost all in- 
vestigation and study of waste in shipping is predicated upon 
shippers’ records, but should be based upon receivers’ records. 
The second reason is, that very large business and its traffic 
department is always the criterion for education or basis of 
comparison of wasteful practice; but, instead, the bulk of the 
waste is caused in and by the employes of small business having 
traffic men who do not look into waste, or by small firms, still 
with substantial tonnage, who do not think that a traffic expert 
is necessary in their business. Most of this is also caused by 
their indifference to costs. Accurate costs show up the neces- 
sity for traffic control. The only way to get at this enormous 
waste is through the transportation advisory boards. 

By simple, practical, lawful methods, shippers and receivers 
could, if they would, set up in the advisory boards waste pre- 
vention procedure that would actually prevent 50 per cent of 
all claims necessary on perishable or live stock business, 75 
per cent of all undercharge and overcharge claims, 90 per cent 
of all claims necessary on dead freight for loss or damage, and 
almost entirely eliminate all misrouting claims. 

There is only one major action that must be taken to secure 
the above results. A national clearing house must be set up 
for perishable and live stock claims, and there paid on their 
merits only, removing from all carriers the power to pay a 
policy claim based on doubtful premises. Also a central clear- 
ing house for the payment of all loss and damage claims inter- 
coastally will prove to be a wonderful improvement of that 
feature of waste in water transportation. These actions would 
enable all carriers, both rail and water, to secure and hold 
business on actual 100 per cent performance only and keep 
claim payments out of the traffic picture. Then we could con- 
trol prevention of loss on all dead freight commodities through 
the records of receiving carriers and use them against any city 
or shippers individually in any city of any advisory board dis- 
trict, telling a shipper just how many dollars’ waste he caused 
to his customers, the receivers, in any district. This result will 
not be found by any research based on shippers’ records only. 

Carlisle B. Pirie, Chairman, 

Committee on Elimination of Waste, Los Angeles Chamber 

of Commerce. 

Los Angeles, Calif., Nov. 9, 1928. 


POWER TO DENY DAMAGES 


Editor The Traffic World: 

I bring the following to your attention because you will 
probably find in it something of general interest to your circula- 
tion. 

There has been active debate both in and out of the Com- 
mission for a long time concerning its power to deny damages 
to shippers under section 1 of the interstate commerce act 
merely because, by consolidation of cases or otherwise, the 
Commission may find such suit for damages is an incident of 
a so-called “general revision.” Often has the wish been ex- 
pressed that the question of the power of the Commission in 
that respect might be submitted to and be decided by courts 
of competent jurisdiction. 

In what is believed to be a particularly aggravated case of 
denial of damages under such circumstances the conclusion has 
been reached that there is furnished the desired opportunity of 
court adjudication. Reference here is to the so-called Mont- 
gomery grain case (Capital Grain and Feed Company et al. vs. 
Railroads, docket 15082). In such case the Commission found, 
as of a given date, that the charges on grain to Montgomery 
“are and hereafter will be unjust and unreasonable” in indi- 
cated amounts. But, as to the endeavor of the complainants 
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therein to obtain an adjudication that they were required pre 
viously to pay charges which were unreasonable, it was cop. 
cluded by the Commission that, because, for the future, there 
would be certain increased rates on grain to Meridian, Miss, 
Mobile, Ala., and Pensacola, Fla., as part of a general revisio 
“under such circumstances it has been our practice to deny 
reparation. Reparation is accordingly denied.” 

Upon recent refusal of a majority of the Commission ty 
reconsider such denial, petition for mandamus has been filed 
in the Supreme Court of the District of Columbia by the parties 
complainant before the Commission. In such petition it is con. 
tended that the Commission has failed and refused to exercise 
its permitted jurisdiction of determining under the evidence and 
law whether or not complainants at Montgomery were required 
to pay charges alleged to have been unreasonable. It is prayed 
that the court issue an alternative writ of mandamus directing 
the Commission to decide such questions one way or the other. 

Although the Commission concluded in the case referred 
to that the then existing rates on grain to Montgomery “are 
and hereafter will be unjust and unreasonable,” it was more 
than six months before new tariffs became effective containing 
the reduced rates fixed as reasonable by the Commission. By 
reason of such circumstances the petition for mandamus sets 
up that such decision of the Commission finding that the rates 
on grain to Montgomery “are, and hereafter will be unreason- 
able,” does not leave anything for the Commission to do but 
extend the damages to complainants on account of the con- 
tinued exaction of such rates so found unreasonable for the 
period subsequent to the time of the Commission’s decision. 
The mandamus petition prays the court to order the Commis- 
sion to make an award to the complainants on shipments made 
subsequent to the date of such decision. 

An interesting circumstance attendant upon the case is the 
fact that damages were denied Montgomery consignees on the 
ground that competitors at other places were then receiving 
lower rates than they were entitled to. Yet, when tariffs later 
were filed increasing such lower rates by virtue of authority 
of the Commission, a division of the Commission then sus- 
pended the increases and they have been under suspension ever 
since. To date eighteen months have elapsed since such sus- 
pension and previous announcement of the Commission indi- 
cated that no consideration of the matter of such increased 
rates will be had until the Commission hereafter takes up the 
southern grain investigation under its docket 17000. 

Thus, by its own action, the Commission removed the only 
ground given for denial of damages to the complainants. Never- 
theless, the Commission as a whole refused very lately to 
reopen the question. 

It is thought that in such situation there is furnished a 
very good opportunity to obtain judicial consideration of the 
Commission’s assertion of power to deny damages arbitrarily in 
like situations. 

Atlanta, Ga., Nov. 9, 1928. 


FREE TRANSPORTATION 


Editor The Traffic World: 

I have read with interest your various editorials relating to 
free transportation. It seems that the question has not been 
fully reviewed either by yourself or any of your readers. In 
order that you may see the “business side” of the question, I 
will relate, as near as possible, the actual circumstances re- 
lating to the free issuance of transportation. 

I will start by asking you a question. Does your company, 
The Traffic World, charge you for a copy of this most wonder- 
ful magazine? If so, do you pay the same price as I do? 

I once put this question to an editor of a daily paper who 
had been publishing some very severe criticisms of the pass 
privilege of us railroad employes. His answer was: “No, we 
always print a few extras in the event we have an unusual call 
upon us for that certain issue and the employes are entitled to 
them if not sold.” That man explained our case exactly. 

Do you know that the number of cars in a passenger train 
is regulated by the number of paying passengers? That the 
number of trains any railroad runs is governed by the number 
of paying passengers? You have inferred in your editorials 
that such is not the case, but these facts are common property 
among us railroad employes. 

In an editorial you conceded the right of us employes to 
secure our transportation at reduced rates. Did it ever occur 


Charles E. Cotterill. 
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for New Equipment 
the y 
aa EW engines and cars purchased The Southern, as a consequence ot ' 
ater by the Southern Railway System such large investments, is equipped to 
— since 1920 have cost $80,000,000. The handle the great increases in Southern 
ver 364 new locomotives, 31,000 new commerce which are coming with the 
a freight cars, 266 new passenger train progress of Southern agriculture and 
sed cars, which have been added to South- industry. : 
the ern equipment during the past eight And as the South’s growth contin- i 
nly years are an indication of the extent ues, the Southern is constantly antici- 
yal of the improvement program that has pating the needs of tomorrow by 
been carried on steadily for years. planning ahead today. | 
A Address inquiries regarding Southern Railway System Service to 
in | E. R. OLIVER ] 


Vice-President in Charge of Trafic 
Washington, D. C. 


: SOUT 


RAILWAY 





Laid in a network across the 
| South; linking together nearly 
every important Southern com- 
munity, the Southern serves 
that territory east of the Mis- 
sissippi and south of the Ohio 
and Potomac as perhaps no 
other area of equal extent is 
served by any single railroad 
system. 


THE SOUTHERN SERVES THE 
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to you that our transportation included both freight and pas- 
senger? I will now proceed to prove to you beyond the least 
possible doubt that my transportation bill is just about 75 per 
cent of your—provided you pay full fare and we travel an equal 
number of miles. 

According to the latest available figures filed with the 
I. C. C. as to operating costs, and quoting them as I recollect 
seeing them published, out of every dollar expended for railroad 
operation, 25 cents goes to. maintain passenger transportation 
and 75 cents goes to pay the freight bills for hauling your and 
my supplies. 

Did it ever occur to you that I pay the same rate per ton 
on my coal as you? I pay the same rate per cwt. on the 
shingles for my roof as you; I pay the same rate per cwt. on my 
new overstuffed parlor set as- you; I pay the same rate per cwt. 
on the fruit I eat as you; I pay the same rate per cwt. on the 
vegetables I consume as you; I pay the same rate per cwt. 
on the meat as you; I pay the same rate per cwt. on my new 
auto as you; I pay the same rate per cwt. on the raiment I 
am wearing as you; I pay the same rate per cwt. on everything 
I use as you; in fact, the only free transportation of property 
I have enjoyed (?) was the time I was “moved for company’s 
convenience,” when my personal effects were given free move- 
ment. At all other times my proprety has been assessed full 
fare. 

Considering that there are approximately 1,750,000 employes 
on Class I railroads, and each employe has an average family 
of four, which is a small figure, gives us a total of close to 
7,000,000 persons who may ride free, but who pay the same rate 
per hundred pounds on their property as you pay. 

Any department store will give its employes, from the 
janitor up, a discount of from 20 to 30 per cent, yet, because 
we are receiving a 25 per cent discount, some people, who do 
not understand the situation, claim we are not entitled to it. 

The 25 per cent passenger cost included both “live” and 
“dead” passengers. 

As to us employes riding in Pullman cars. Did you ever 
work for a railroad and ride on a pass and did you attempt to 
make a Pullman car reservation? I have done both. I have 
been usually informed that any unsold space at the time the 
train left could be obtained from the conductor, and the con- 
ductors have always told me that I might have any unsold 
space which they thought would not be needed for paying pas- 
sengers. 

The railways are spending millions of dollars a year in the 
form of old age pensions. Why? As a drawing card to hold 
their men in their service, of course. Is this justifiable by the 
results? It is. Is not the pass also a drawing card for hold- 
ing valuable men in the service, men who have cost the railroads 
dollars and cents to train for their various occupations? It is. 
Which of the two has the greater drawing force? The pass. 
Which costs the railroads the most in actual dollars? The 
old age pension. Would you advocate abolishing the old age 
pension? You would not, if you are human. 

The “old age retirement plan” costs the railroads actual 
dollars and cents in any way you wish to look at it, while the 
pass cost is, at the most, problematical, and the actual figures 
would be too small for any concern doing business in thousand- 

_dollar multiples to even give passing consideration. Abolish 
every complimentary pass and you cannot eliminate a single 
car frem any train; reduce a single employe at any station; 
take off a single train or reduce the force of trainmen by a 
single man. Neither can you reduce the force of the depart- 
ment handling said transportation because no railroad can be 
run without deadheading men back and forth, or having service 
inspectors of various kinds travel, not to mention officials and 
solicitors, whose traveling to and fro no railroad could curtail. 
All of these men must be provided with some sort of trans- 
portation, and some kind of record must be made thereof on 
each trip. 

Now, seriously speaking, what does it cost the railroad to 
give me free transportation? I will answer that by quoting 
you the exact figures that enter into the pass question. First, 
the request blank; second, the pass itself; third, the wear and 
tear on the typewriter writing it; fourth, the wear and tear 
on the station facilities; fifth, the coal consumed by the engine 
to pull my husky frame while “gadding about over the country;” 
sixth, by the wear and tear on the train equipment and station 
facilities at my destination. Now, when seriously considered, 
the pass question is only a creature of the imagination, and is 
like the toy balloon containing a lot of wind and only a very 
small amount of material. Let’s forget the pass and concen- 
trate on some way to actually reduce the operating cost of the 
railroads and increase their revenues. 

Denver, Colo., Oct. 30, 1928. Hank Harrison. 
Editor The Traffic World: 

Having spent some fifteen years in the service of several 
railroads, I have been reading with interest your articles on 
free transportation of railroad employes in The Traffic World. 

I distinctly remember when I decided to make railroad work 
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my life work. One of our home boys had been a telegraph Open 
ator out west for a number of years, and usually made q 
home for the Fourth of July celebrations and Christmas 

I wondered how he could afford to make these bi-yearly vag. 
tions home every year and he, of course, told me he was ri 
on free transportation. Immediately the idea formed in py 
mind that his was the kind of job I wanted, for I Visualizeg 
myself traveling this country from end to end without cost and 
I at-once entered a school to learn telegraphy, and eventually 
became a telegraph operator, and, although I spent 15 years jp 
railroad work, I have never been east of Chicago, south of Kap. 
sas, west of Salt Lake, or north of Duluth, and I believe a larg, 
number of railroad employes start railroading with the same 
thought I had—they would receive unlimited free transport,. 
tion—and this is one of the main reasons why railroads are able 
to employ so much skilled and unskilled labor at lower wages 
than paid by almost any other class of employer. 

Where can you find the common laborer working at so low 
a rate as the section man—where can you find a carpenter ang 
bridge builder working at the rates paid by railroads, and the 
common station agent is required to know more than a so-called 
Philadelphia lawyer? Did you ever hear of one of them retiring 
until he was forced to do so account of old age? 

Finally I was offered a big increase in salary by a com. 
mercial firm for doing the same line of work I was doing for 
the railroad, and it brought to me a realization that all the 
free transportation I was receiving was costing me an enormous 
rate per mile. For instance, my family usually made two trips 
a year down home, approximately 1,200 miles of free trans. 
portation. I am doing the same line of work for a commercia] 
firm that I did for the railroad company and I find this 1,209 
miles of free transportation was costing me at the rate of $1 
a mile and not the regular passenger rate of about 31% cents, 

I do agree with you there are some who abuse free trans- 
portation, but there are thousands of railroad employes who 
receive less free transportation than I did, and yet that is one 
of the reasons why they hate to give up their railroad work 
simply because it affords free transportation home for then- 
selves and family when and where they can afford to lay off 
long enough to use it, never stopping to consider what an enor. 
mous rate per mile this free transportation is maybe costing 
them. 

Cc. C. Hollingsworth. 

Minneapolis, Minn., Nov. 13, 1928. 


THEY DON’T USE PASSES MUCH 


Apropos of claims that free transportation costs the rail- 
roads nothing and that railroad employes do not use the 
privilege to any great extent, the following is quoted from the 
Railway Age: 


Observance of Sunday to Edward W. Ireland, laborer on the 
New York division of the Pennsylvania, means a week end round- 
trip totaling 326 miles from his Trenton, N. J., home to Washington, 
D. C., where he regularly attends a Sunday school class which he 
joined several years ago. His journey to this distant Sunday school 
followed upon the kindly solicitations of a gentleman in the Washing- 
ton church as Mr. Ireland sought information when he was unable 
to find his way back to the railroad station on the occasion of his 
first trip to the Capital in 1918. After he received proper directions, 
Mr. Ireland, being a bible student, accepted an invitation to remain 
for the bible instruction. He did, and went back to Washington the 
next Sunday, and the next one, and has continued to do so for nearly 
520 Sundays, absenting himself only on account of illness. 


COAL PRODUCTION AND SHIPMENT 


Soft coal production the week ended November 3 was esti- 
mated at 11,166,000 net tons by the Bureau of Mines of fhe 
Department of Commerce, a decrease of 82,000 tons in compari- 
son with the preceding week. Anthracite production was esti- 
mated at 1,388,000 net tons, a decrease of 571,000 tons. The 
decrease was due in part to the observance of Mitchell day, 
October 29, as a holiday.. The average rate of output for the 
five active days, however, was 15 per cent lower than in the 
preceding week. - 


Bituminous coal dumped into vessels at Lake Erie ports 
the week ended November 4 totaled 991,901 tons, bringing the 
total for the season to November 4 to 29,546,465 tons, as com- 
pared with 30,304,056 tons in the same period of 1927 and 25,- 
159,458 for the same period in 1926. 

Anthracite shipped from the Lake Erie ports the week 
ended November 4 totaled 53,093 tons, bringing the total for the 
season to November 4 to 1,284,315, as compared with 1,730,226 
tons for the same period of 1926 and 2,554,148 tons for the same 
period of 1926. ; 

Tidewater bituminous coal shipments from Hampton Roads 
the week of November 8 totaled 455,148 tons, of which 266,698 
tons were for New England delivery. At Charleston, S. C., 1,402 
tons were dumped. 

Cars of coal forwarded over the Hudson to eastern New 
York and New England the week ended October 27 were re- 
ported as follows: Bituminous, 2,539; anthracite, 3,576. 
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THE REDWOOD LINE 


Gulf-Intercoastal Steamship Service 


Between the Gulf of Mexico 

CHICAGO and California Ports eT. LOU 

Ray F. Thompson Fred D. Royce 
1618 Arcade Bldg. 


2118, 105 W. Adams St. 
Phone Franklin 3774 Phone CHestnut 4107 


REDWOOD LINE, INC., has taken another 
forward step in the interest of serving its patrons 
with the most efficient and dependable service by 
establishing its own Pacific Coast Offices. 


Perfection of organization brings perfection of 
service. 


Service is what patrons demand along with 
economical costs. 


REDWOOD LINE, INC., has met the demands 
of its patrons with rates and service. 


It pays to patronize a Line that does not hesitate 
to serve its patrons in the best way possible. 


BIRMINGHAM MOBILE 
Wm, Gorman 


H. B. Rox 
201 Brokers Bldg. 206 State Office Bldg. 
Phone 4214 : 


Phone 8-5266 


SAN FRANCISCO LOS ANGELES 
1 Drumm Street 815 Pacific Electric Bldg. 


REDWOOD LINE, Inc. 


General and Local Offices Located: 


1421 New Orleans Bank Building - - - 226 Carondelet Street 
NEW ORLEANS 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront nein with traffic. A specialist 
on interstate law, whois a member of our legal department, 
ion in answer to any simple question relating to the law 

of freight. i teathe man of long experience 


i +> will a ae wogpe e Aave practical traffic 
. We not desire to e the place of traffic man but to 
Bein him in his work. tee 
M. .. _—* oy ae enn & Oe Se . ent any 
or ic, tt it may appear to us unwise to answe' 
p- Ghat devclens a situation too complex for the kind of investigation 
herein contemplated. 


Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 





Freight Charges—Liability of Owner for Balance of Freight and 

Storage Charges Where Amount Realized from Sale of Goods 

Is Less than Legally Published Charges 

Missouri.—Question: A makes a shipment to B upon a 
bona fide signed order, and prepays freight charges. Upon 
arrival of shipment at destination B refuses to accept delivery, 
claiming same not ordered. 

After a period of several‘months, in which A and B cannot 
arrive at a satisfactory settlement, the destination carrier, claim- 
ing to have sent proper notifications to both shipper and con- 
signee, forwards shipment to public warehouse to await dis- 
position by sale. ; 

Upon being sold at public auction, carrier realized $10 from 
proceeds of sale, while the storage charges plus freight from 
billed destination to public warehouse amounted to $30. 

Carrier renders bill for difference between the storage plus 
freight charges and the proceeds of sale, or $20, to shipper. 

Shipper disclaims ownership of shipment and ignores Car- 
rier’s demand for payment of bill. 

What recourse, if any, has carrier upon shipper for pay- 
ment of bill? 

Answer: Where a carrier waives prepayment and the 
consignee refuses to take the goods and pay the transportation 
charges, and the carrier, in strict conformity with law, sells 
the goods to enforce its lien for freight charges, and there still 
remains a balance due, the consignor is liable to the carrier 
therefor, and this liability of the consignor under such circum- 
stances applies, it has been held, as much to a charge for de- 
murrage and storage as to freight or other lawful charges which 
the carrier is bound to collect. See Jelks vs. Philadelphia, etc., 
R. Co., 80 S. E. 216; Bewley-Darst Coal Co. vs. W. & A. R. Co., 
87 S. E. 702; B. & O. vs. Luella Coal & Coke Co., 81 S. E. 1044; 
Pa. R. Co. vs. Kemmers, 73 Pa. Super. Ct. 588; Central R. R. 
of N. J. vs. Berry, 165 N. Y. S: 1041; Pa. Co. vs. W. A. Fraser, 
175 Ill. App. 645. 

Furthermore, there are statutory provisions in the several 
states which make the owner liable for the balance due for 
freight charges where goods are sold by a carrier for its charges. 
See, for instance, section 2600 of the Civil Code of 1912 of the 
state of South Carolina. 

Paragraphs B and C of section 4 of the Uniform Bill of 
Lading Contract Terms and Conditions govern the sale of re- 
fused or unclaimed goods, in so far as interstate shipments are 
concerned. 

Goods should be sold in conformity with the provisions of 
the law and after the expiration of the time during which they 
must be held for account of the owner. See Norfolk Southern 
Railroad Co. vs. New Bern Iron Works & Supply Co., 174 N. C. 
188, in which the court, on page 190, said: 


At common law a carrier was not allowed to enforce its lien for 
freight and storage charges by act inter partes. It was required to 
resort to the courts. Hutchinson on Carriers (3d Ed.), Sec. 889. 
Under our statute, however, Revised Sections 2637-38, the right of 
foreclosure by sale in case of nonperishable freight is given, after 
six months, and while this is a state statute, being, as it is, a part and 
in furtherance of the remedy afforded by the law in such cases, we 
seé no reason, in the absence of any interfering regulation by Con- 
gress, or of the Interstate Commerce Commission, why it should not 
prevail both as to the inter and intra state shipments; and, under the 
recognized principle that both in a case of tort and breach of con- 
tract an injured party is required to do what business prudence 
requires to. minimize the loss. Tillinghast vs. Cotton Mills, 143 N. C. 
68, and R. R. vs. Hardware Co., 143 N. C. 54, we think the plaintiff 
may not recover for the entire time which has elapsed since this 
shipment was refused, but is restricted to the time when he could 
have relieved himself of the charge by sale pursuant to statute. 
See also Davis vs. Adams 293 Fed. 890. 


Tariff Interpretation 


Ohio.—Question: In B. T. Jones’ Tariff No. 230-A, I. © C. 
1938, class rates are published from Dover, O., to Frankenmuth, 
Mich., a point on the Michigan R. R., -which is an electric line. 
On page 298 of this tariff, under the heading of “Individual 
Carriers’ Exceptions to Application of Rates,” it will be found 
that the rates named in the tariffs will not apply from Toledo, 
O., on the Penna. R. R. to certain stations on the Michigan 
R. R. Neither Dover, O., nor Frankenmuth, Mich., is included 
in these exceptions. 
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The freight agent at Dover, on instructions from his 4 
sion freight agent, refused to sign a bill of lading showing the 
through rate named in the above tariff and also showing roy, 
via Penna.-P. M.-Mich. R. R., and gave as authority for syq 
refusal item 300, page 243, of this tariff. 

It is our contention that the failure of the Penna. R. R, 
provide routing in I. C. C. F-1630 should not prevent the app}. 
cation of the rates named in Jones’ I. C. C. 1938. 

Answer: There are four portions of Agent B. T. Joney 
Tariff No. 230-A, I. C. C. No. 1938, which relate to the applicatig, 
of rates from points on the Pennsylvania Railroad (West) 
points on the Michigan Railroad, namely, items 70, 200, 300 ang 
the Exceptions to the Application of Rates, on page 298 of this 
tariff. 

Item 70 provides that the rates named in this tariff t 
Frankenmuth, Mich., will apply via Bridgeport, Mich., a juno 
tion of the Michigan Railroad with the Pere Marquette Railroag, 
Item 200 is the so-called carrier’s routing clause. Item 3) 
provides that the rates named therein from stations on the P,, 
Railroad (West) apply via routes as provided in Pa. Railroaq 
(West), I. C. C. F-1630, supplements thereto or reissues thereof, 
except as otherwise provided in the tariff or as may be amended, 

It is our opinion that the fact that no routing is provide; 
published in Agent Jones’ Tariff I. C. C. 1938 from stations op 
Michigan Railroad does not negative the application of the rates 
published in Agent Jones’ Tariff I. C. C. 1938 from stations op 
the Pa. R. R. (West) to stations on the Michigan R. R. We 
believe that the rates therein apply via the junctions specified 
in item 70 via routes composed of carriers parties to the tariff 
which would handle traffic from Pa. R. R. stations (West) to 
points on the Michigan R. R. 

Tariff Interpretation 

California.—Question: Will you kindly refer to Southem 
Pacific L. J. & P. Freight Tariff 729-D, item 2600-F, and note (4) 
and advise if carload commodity rates referred to are applicable 
on shipments of castings in the rough that require no further 
work before becoming a finished article? 

It is claimed by (A) that note (4) excludes the application 
for the reason Tariff 729-D is governed by the Western Classi- 
fication and that reference to the word classification in said note 
makes it final. 

(B) contends that commodity rates are applicable for the 
reason note (4) does not refer to the Western Classification, as 
specifically provided for on title page. 

In other words, immediately under the provision on title 
page that tariff is governed by Western Classification, etc., it 
reads as follows: 


The terms Western Classification, etc., wherein they appear in 
this tariff refer to current Consolidated Freight Classification, etc. 


In view of the Commission ruling that tariffs must be con- 
sidered as they read and not as they were intended, may we 
ask for your opinion on the subject? 

Answer: In our opinion, the reference to the classification 
in note (2) applicable in connection with item 2600-F of South- 
ern Pacific Freight Tariff No. 729-D is definite enough to make 
inapplicable the rates provided for in item 2600-F, where a 
specific classification item is provided when the casting is in 
an unfinished condition. Proper reference is made in this tariff 
to the Western Classification and, in our opinion, the clause in 
note (2) “for which a specific classification item or rate is pro- 
vided when in an unfinished condition” clearly shows the pur- 
pose of the note to make inapplicable the rates in item 2600-F 
where a specific classification item is provided, the term classi- 
fication item having a definite and fixed meaning in the inter- 
— of tariffs, namely, a rating in the governing classifi- 
cation. 

Routing and Misrouting—Duty of Carrier Where Shipper’s Rout- 
ing Instructions Are Incomplete in That Delivering Carrier 

Is Not Named 

Ilinois.—Question: A bill of lading covered a carload ship- 
ment reading from “A” to destination “B,”’ with routing “X R. 
R.,” care “Y R. R.,” and named a rate of 17.5 cents. Destination 
“B” is not on “Y. R. R.” 

The shipment was forwarded to destination “B” via “Z 
R.R.” The rate of 17.5 cents per cwt., as named in bill of lading, 
was protected. 

The correct destination is “South B” and car was recon- 
signed to that point. 

With bill of lading furnished by shipper naming improper 
destination, is the bill of lading carrier responsible for any 
damages subsequent to the movement from destination “B” since 
the lowest rate between “A” and “B” was protected? 

The damages claimed is the difference between the rate as 
assessed “A” to “B” to “South B” and “A” to “South B” direct. 

Answer:—There being no conflict between the rate and the 
routing instructions shown by the shipper in the bill of lading, 
it is our opinion that there was no misrouting on the part of 
the carrier in forwarding the shipment to the destination named 
in the bill of lading via carrier’s “X, Y and Z.” There was 
nothing in the bill of lading to put the carrier upon notice that 
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GHIPMENTS under through bills of lading 
are moved across the border with utmost 
expediency; movement to final destination is 
resumed without delay, once shipments are 
cleared through customs house. 





























Customs A gencies 


The National Railways of Mexico maintain official cus- 
toms agencies at El Paso, Eagle Pass, Laredo and Browns- 
ville, Texas, which are fully equipped to handle all 
shipments. The employment of these agencies affords 
many advantages, particularly in billing all customs and 
incidental charges including importation duties to be 
collected at destination. 


Fast Freight Service 


Allimport freight receives prompt and careful attention; 
is forwarded to destination on daily fast freight trains. 


For Complete Information 
Communicate with 


F. P. De Hoyos, Gen. Agt. G. B. Aleman, Gen. Agt. 
1515 Penn Bldg. 2195 Ry. Exch. Bldg. 
New York City St. Louis, Mo. 
F. N. Puente, Gen. A. Horcasitas, Com. Agt. 
441 Monadnock Bldg. 414 Whitney Bank Bldg. 
San Francisco, Calif. New Orleans, La. 


F. C. Lona, Com. nt 
301 Marquette Bldg. 





Chicago, I! 
Laredo to Mexico City . . . 53 Hours El Paso to Mexico City . . . 101 Hours 
Eagle Pass to Mexico City . . 67 Hours Brownsville to Mexico City . 69 Hours 


NATIONAL RAILWAYS OF MEXICO 






—and replace 
text books in 
training you to 
be a practical 


traffic expert— 
at the 


COLLEGE OF 
ADVANCED TRAFFIC 


Endorsed by Prominent Railroad 

















The picture tells the story, showing a few of the legally filed and Industrial Traffic O ficials 
tariffs, classifications, rulings of the I. C. C. and other official publica- 
tions used in this unique course as “tools of the trade.” No other Fill in and mail the coupon today. 





traffic training has these practical features. 





' 

' 

' COLLEGE OF ADVANCED TRAFFIC, DEPT. J, 
! 608 South Dearborn Street, Chicago, Ill. 

Please send me full particulars on the follow- 
' ing: [ Traffic Specialization: Resident ...... 
|  Resident-by-Mail ...... 0) Traffic Law: Resi- 
| dent .... Resident-by-Mail ..... 
' 
' 
' 
' 
' 
' 
' 
' 
' 
' 
' 






You solve actual traffic problems under the guidance of skilled instruc- 
tors—men of acknowledged reputation who “have been through the mill.” 
When you graduate, you have advanced far in traffic, ready to take the 
higher positions with either carriers or shippers. 








Read the roster of graduates and the splendid positions they hold; send 
for full outline of the courses, either Resident or Resident-by-Mail. 






This is a day of specialization. Get in line for an assured future. 
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the proper destination had not been specified, and the routing 
instructions of the shipper not being complete in that the ter- 
minal carrier was not specified, the initial carrier performed its 
full duty if it forwarded the shipment via the cheapest route 
consistent with the shipper’s instructions. Green Bay Specialty 
Co. vs. N. Y. & L. B. R. R. Co., 50 I. C. C. 287. 
Routing and Misrouting—Terminal Delivery by Switch 
Movement 

Alabama.—Question: Will you please give your opinion of 
the following questions, also reference to any specific case of 
a similar nature you may locate where the Commission has 
ruled: 

On an interstate shipment, as to which the bill of lading 
showed routing via “X Railway Co., arrival,” arriving at des- 
tination via a line via which the rates are higher, was it neces- 
sary that shipment arrive at destination over X Railway to 
comply with routing instructions or would delivery to consignee 
in switch move be a compliance with the routing instructions? 

Answer: The term “X Railway Co., arrival” as used in the 
bill of lading covering the shipment in question evidently was 
intended to mean “X Railway Co., delivery.” Where such a 
term is used in connection with the terminal carrier specified 
in the bill of lading, it is the duty of the initial carrier to for- 
ward the shipment via a route affording the shipper the cheapest 
rate. If the cheapest rate applies via a route which gives the 
terminal carrier a line haul the shipment must be forwarded 
via that route. If, however, the cheapest rate applies via a 
route which gives the terminal carrier a switch movement, the 
shipment must be forwarded by that route. Kanotex Refining 
Co. vs. A. R. & S. F., 115 I. C. C. 559. 


Stoppage in Transitu 

Indiana.—Question: September 27 we forwarded a shipment 
to a town in Pennsylvania which was routed A R. R.-B R. R., care 
of C R. R. October 3 a telegram was sent to the division freight 
agent of C R. R. at destination instructing him to have the 
shipment held. The bill of lading was mailed to him on October 
4, and he was instructed to return the shipment. 

The carriers did not comply with the routing instructions 
shown in the bill of lading, and the shipment was delivered 
to B R. R., the intermediate carrier, on October 8. If the 
carriers had complied with the routing instructions shown in 
the bill of lading, delivery of the goods would not have been 
made, and the shipment would have been returned to us. 

Owing to the financial condition of the consignee, we did 
not want the shipment delivered to him, and, if we are unsuc- 
cessful in collecting from him, are the carriers liable for the 
value of the goods on account of misrouting them 

If the consignee should file a petition in bankruptcy and 
the value of this shipment is included in our claim and we re- 
ceive only 50 cents on the dollar in settlement, would the 
carriers be liable for the balance? 

If suit is entered against the consignee for the amount 
involved, would the carriers be released from liability on account 
of our endeavoring to settle direct with the consignee? 


Answer: The right of stoppage in transitu is the right of 
an unpaid seller of merchandise to resume possession thereof 
after shipment and before actual or constructive delivery to the 
buyer or someone claiming under him or acting for him in some 
capacity other than that of carrier or middleman, for the pur- 
pose of securing himself, to the extent of purchase price remain- 
ing unpaid, against the insolvency of the buyer, existing un- 
known to the seller at the time of the sale, or arising thereafter. 

The right of stoppage may be exercised by a notice to the 
proper parties indicating an intention on the part of the seller 
to resume possession of the goods. 5 


On receipt of a notice which complies with the requirements 
relating thereto, it is the duty of the carrier to return the goods 
to the vendor, and in so doing it incurs no liability to the 
vendor. On the other hand, if the carrier allows the consignee, 
by direct or indirect means, to get possession of the goods 
after the consignor has exercised the right of stoppage in tran- 
situ, liability to the consignor will result. 

The seller is liable for stopping the goods when the right 
of stoppage does not exist, not only to the buyer and persons 
claiming under him, but also the carrier, to the extent of the 
damage which may be recovered against him by the buyer or 
his assignee on account of a refusal to deliver the goods because 
of the notice of stoppage. 

The carrier is liable to the buyer or his assignee for refusing 
to deliver when the right of stoppage does not exist or has not 
been properly exercised, and also for delivering the goods to 
one not having the right of stoppage. 

A right of stoppage in transitu exists only where the buyer 
was insolvent at the time of the sale or arising thereafter, and 
this fact was unknown to the seller at the time of the sale. 

Unless the circumstances were present which gave you a 
right to exercise the right of stoppage in transitu, it is our opin- 
ion that you cannot hold the carrier liable for the value of the 
shipment or any part thereof upon the ground of misrouting, 
if, under the contract of sale the goods were delivered to the 
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rightful owner, namely, the buyer and consignee thereof, the 
misrouting not being the approximate cause of the loss, namely, 
the subsequent insolvency and bankruptcy of the buyer. 

If, however, circumstances were present which gave yoy 
the right of stoppage in transitu, the carrier is liable in conver. 
sion for disregarding your instructions to withhold delivery of 
the shipment, and the fact that the shipment was misrouteg 
made impossible a non-compliance therewith, does not, in our 
opinion, absolve the carrier from liability. 


NEW ENGLAND FREIGHT MOVEMENT 


The marked preponderance in the total freight tonnage 
entering New England over that which moves out of that ter. 
ritory is one of the outstanding factors in the New England 
freight situation and one that complicates the problem of trans- 
portation costs, according to a summary by the Department of 
Commerce of its study of the external trade of New England 
that has just been completed. 

The study, according to the department, is unique in that 
it is the first comprehensive analysis of the total commodity 
movements into and out of a single economic area within a coun- 
try. Probably in no other region, it is pointed out, is the inter- 
relationship with other areas of the country so pronounced and 
intricate as in connection with New England. 

The ratio of incoming to outgoing freight is shown to be 
in the neighborhood of six to one. However, according to the 
study, in the last three years a tendency has been noted toward 
a steadily rising ratio of loaded cars moving outward. Con- 
tinuing, the department, in its summary, says: 


Approximately 10 million tons of freight move out of New Eng- 
land each year while more than 60 million tons are received. Fully 
one-half of the incoming tonnage is made up of coal, while more 
than one-tenth consists of petroleum and its products. Nearly three- 
quarters of the total outward movement of New England freight 
consists of highly manufactured goods of relatively small weight 
but high value. 

About half of the total freight tonnage moving into and out of 
New England is over the western boundary through the Hudson 
River gateways, the great bulk of the remainder moving over the 
Atlantic seaboard. The amount of tonnage moving across Canadian 
border is relatively small. 

Of the 30 million tons of. freight which annually enter New 
England through the Hudson River gateways more than half consists 
of coal. Agricultural products account for 3 million tons, animal and 
forest products for about one million tons each, while something more 
than seven million tons of manufactures are received from this source. 
The classified products which show a marked excess in the outward 
movement are potatoes; castings, machinery and boilers; paper, 
printed matter and books, and textiles. The annual shipments of 
the last-named item. over the western boundary amount to about 
125,000 tons. 

The domestic trade over the Atlantic seaboard is nearly as great 


..as that over the western boundary. As in the case of that traffic the 


bulk of the tonnage coming in consists of coal while the outgoing 
tonnage is made up chiefly of manufactures, of which refined pe- 
troleum products are the leading group. 

While the freight moved over the northern frontier is small 
compared with that which moves re J the western boundary and the 
Atlantic seaboard, it is of marked importance to the New England 
people. This trade is by no means confined to imports from Canada 
and exports to that country, as owing to the position of the Canadian 
railways there is a considerable trade between New England and 
the central portion of the United States carried in transit over Can- 
adian territory. The chief items in this transit trade are grain, flour, 
animal products and sugar. 

The origin and destination of New England trade with other 
parts of the country is shown by the bulletin to. be very widely dis- 
tributed. Coal for New England comes from Pennsylvania and West 
Virginia, its iron and steel from Pennsylvania, its lumber from the 
south and the northwest; its fresh meat from Chicago, its live hogs 
from Iowa, and butter from Minnesota, Illinois and Nebraska. Fruit 
and vegetables reach New England from’ every section of the United 
States, with California ranking first notwithstanding its great distance 
New England’s manufactures are shipped to every corner of the 
country, while Maine potatoes find their»-way to all the states along 
the Atlantic coast, even Florida. 

In announcing the bulletin on ‘“‘The External Trade of New Eng- 
land,”’: Which is the result of a special study made by Dr. R. J. Mc- 
Fall, the commerce department points out that this analysis of trade 
movements into and out of New England serves to round out the 
general economic picture of the region that is being presented in the 
other studies included in the New England commercial survey. 


REVENUE-EXPENSE SEPARATION 


The bureau of statistics of the Commission has prepared 
Statement No. 28150, the first in a series on operating revenues 
and operating expenses by class of service, for the year ended 
December 31, 1927. In an explanatory statement, the bureau 
said: 


In the statistics of railways for recent years, a statement has 
appeared annually showing the amount of each primary expense ac- 
count chargeable to the freight service and the amount chargeable to 
passenger and allied services. To make this information available 
before the statistics of railways appears, it has been decided, begin- 
ning with the year 1927, to publish this statement separately, and 
to omit it from the statistics of railways. The totals are subdivided 
by operating regions as well as by districts. Some related data are 
also includéd in the present publication. 

The division of expenses between freight service and passenger 
and allied services is as reported by carriers under the rules pre- 
scribed by the Interstate Commerce Commission. These do not cover 
the division of nonrevenue services performed by one service for the 
benefit of the other, as when freight trains haul coal to be burned 
by passenger locomotives. 
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Of the fifteen railroad lines 
entering Peoria, the Peoria and 


Pekin Union Railway Com- SX 


pany, a terminal and switching line, 
is the connecting link used in the 
interchange of all the traffic be- 
tween Eastern and Western lines. 

It also handles the greater por- 
tion of traffic between Northern 
and Southern lines passing through 
the Peoria gateway. 


Efficient Switching Service 
Between the Following Railroads: 


Peoria and Pekin Union Railway Company 
Atchison, Topeka & Santa Fe Railway Co. 


Chicago & Alton Railroad Company 
Chicago & Northwestern Railway Co. 


Chicago, Burlington & > ame A Railroad Ce. 


Chicago and Illinois Midland Ry. 


Chicago, Rock Island & Pacific Railway Company 
Cleveland, Cincinnati, Chicago & St. Louis Railway Company 


Illinois Central Railroad Company 
Illinois Terminal R. R. System 


Minneapolis & St. Louis Railroad Company 
R. R. Co. (L. E. & W. Dist.) 


New York, Chicago & St. L. 
Pennsylvania Railroad 

Peoria Terminal Company 

Teledo, Peoria & Western Railroad 


PEORIA ann PEKIN UNION RAILWAY COMPANY 


Inquiries Solicited. 


most efficiency. 


PROVISO YARD 


The Largest Individual Freight Terminal in the World 


IHE Chicago & North Western Railway 
Company Freight Terminal, Transfer 
House, and Classification Yards are located 
at Proviso, Ill., on its main line thirteen 
miles west of Chicago. A $16,000,000 pro- 
ject for handling through traffic with ut- 


With the tremendous growth of Chicago 
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Transfers of traffic between 
these many line-haul carriers 
are made within a few hours by 
the use of facilities of the Peoria 
and Pekin Union. 


Cars are handled with sufficient 
dispatch to avoid congestion, 
thus affording regular expedi- 
tious service in the movement of 
all through traffic. 






















Use the Peoria Gateway to 
Expedite Your Shipments. 










Route Bill of Lading 
via 


- Peoria, Illinois 












E. F. STOCK, Traffic Manager UNION STATION, PEORIA, ILL. 





CHICAGO 






buildings and equipment of all kinds to 
facilitate and expedite operations. 

The Proviso Yard is particularly well situ- 
ated to serve theWest, inn Northwest and 
Southwest as departing and arriving trains 
over the Chicagoand North Western Railway 
move directly to destinations without neces- 
sity of passing through the city of Chicago. 












and its importance as a transportation center and 
railroad terminus, there came the necessity of greater 
transfer and interchange facilities not only for present 
needs but to take care of future growth and in full 
realization of the situation this vast project was con- 
ceived by this company. 

The immensity of the improvement can be perhaps 
better visualized by the eeaaines facts: 


TOTAL AREA ° ° e e 1,250 acres 
TRACK CAPACITY . ° 26,000 cars 
THROUGH CARS PER DAY e e 15,000 cars 

The Proviso Transfer House for less than carload freight: 
Area under one roof ° ° e e 21 acres 
Length “ . ° e e e e 1,420 feet 
Width ° 720 feet 


Merchandise Cars—Daily capacity - « 700 cars 
A modern Icing Plant for perishable freight. Modern 


CHICAGO & 
SHIP 


TRAVEL 


“> NORTH WESTERN 


The Best of Everything in the Best of the West RAILWAY 


In addition, the following Belt Lines deliver and re- 
ceive freightat ProvisoY ard under their own power, insur- 
ing continuous movement and expeditious handling of 
all traffic: Baltimore & Ohio Chicago Terminal R. R., Belt 
Railway Company of Chicago, Indiana Harbor Belt R.R. 

This great Transfer Yard is another indication of the 
gecgmesive spirit and policy of the Chicago & North 

estern Railway. 

Route shipments to all points in the world via the 
C. & N. W. Ry. which assures the Best of Everything in 
the Best of the West. 

A. C. JOHNSON, Vice President—Traffic 
H. W. BEYERS S. F. MILLER 


Freight Traffic Manager Asst. Freight Traffic Manager 
A. R. GOULD D. H. HOOPS 
Asst. Freight Traffic Manager General Freight Agent 
On -Time 
Ponte 
Service 



























Personal Notes 





Norman Mansfield has been appointed division freight and 
passenger agent, Missouri-Kansas-Texas, at Galveston, Tex., suc- 
ceeding C. W. Egelhoff, resigned. C. F. Bryson has been ap- 
pointed traveling freight agent at Wichita Falls, Tex., succeed- 
ing Mr. Mansfield. 

L. P. Thompson has been appointed assistant general traffic 
manager, National Enameling and Stamping Company, Inc., at 
Milwaukee. 

John B. Keeler, a senior examiner on the staff of the Com- 
mission, has resigned to become commerce counsel for the 
Koppers Company, at’ Pittsburgh, Pa. Mr. Keeler was on the 
staff of the Commission for eighteen years. For several years 
before he became an examiner he was assistant chief of the 
bureau of informal cases. 

Frank S. Lux has been appointed freight agent, United 
Fruit, Company, at pier nine, North River, New York, succeed- 
ing John W. Fisher, promoted. 

The Redwood Line, Inc., announces the opening of its own 
offices on the Pacific coast with the following officers: M. E. 
Olmstead, assistant general manager, San Francisco; L. B. 
Fitch, western traffic manager, San Francisco; G. A. F. Bidwell, 
western operating manager, San Francisco; E. M. Cantelow, 
general agent, Los Angeles. Oakland will be under the juris- 
diction of the San rancisco office. 

Patrick E. Crowley, president of the New York Central, 
was the principal speaker at a banquet of the Electric Associa- 
tion at the Palmer House, Chicago, November 15. Thirteen 
railroad presidents sat at the speakers’ table. 

In an item last week referring to changes on The Gulf 
Pacific Line, Inc., it was erroneously stated that Mr. Leach, Jr., 
was also president of the Steel Steamship Line, Inc. It should 
have said Mr. Leach, Sr. 

G. Hiam has been appointed assistant general freight agent, 
Canadian Pacific, at Montreal. K. Elliott has been appointed 
division freight agent at Saint John, N. B. J. W. McGuire has 
been appointed assistant district freight agent at Hamilton, 
Ont. D. W. Johnston has been appointed chief of division 
bureau at ‘Montreal. D. A. McColl has been appointed district 
freight agent at London, Ont. 


Elmer M. Gray has been appointed general agent, Miss- 


issippi Central and Louisiana and Arkansas, at Detroit, succeed- 
ing R. T. Boteler, resigned. The office of commercial agent has 
been abolished. C. N. Alexander has been appointed commercial 
agent at Louisville, succeeding Mr. Gray. 

E. L. Whitney has been appointed general coal and ore 
agent, New York Central, at Cleveland, succeeding B. J. Tor- 
bron, who died: 

Thomas C. Preston has been appointed commercial agent, 
Norfolk and Western, at Roanoke, Va., succeeding H. D. Guy, 
retired. 

The following appointments have been made on the Atlantic 
Coast Line: H. J. St. Aubin, traveling freight agent at Detroit; 
N. E. Cox, traveling freight agent at Jacksonville, Fla.; John 
D. Voss, traveling freight agent at Miami, Fla.; W. T. Marable, 
soliciting freight agent at Jacksonville, and Leon B. Proskauer, 
soliciting freight agent at St. Petersburg, Fla. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Tulsa held a luncheon at the Mayo 
Hotel November 13. The Rev. M. E. Lahue, of the First Meth- 
odist Church, was the speaker. Bill Goebel, Santa Fe, was 
chairman of the entertainment committee. Announcement was 
made that the annual election will be held at the Mayo Hotel 
November 20. A buffet luncheon will be served. 





The Transportation Club of St. Paul held a luncheon at the 
Union Depot dining room November 13. H. T. Lively, chair- 
man of the freight claim division of the American Railway 
Association and general claim agent, L. & N., at Louisville, 
was the principal speaker. A number of out-of-town claim 
representatives were guests. There was a program of enter- 
tainment, arranged by J. P. O’Shaughnessy and J. J. O’Connor. 





The Traffic Club of Kansas City held a luncheon at the 
Kansas City Athletic Club November 13, designated “Wholesale 
Grocers’ and Brokers’ Day.” H. L. DeBenham, general sales 
manager, Loose-Wiles Biscuit Companw, spoke on “Evolution 
(of the Cracker).” Dr. Rudolph Hirsch, Ridenour-Baker Grocery 
Company, spoke on “Grocery Jobbers—Past and Present.” There 
was a program of entertainment. 





The Indianapolis Traffic Club will hold a dinner-dance at 
the Elks’ Club November 22. 





The San Antonio Traffic Club held a meeting November 12. 
The tickets presented to the members 


Officers were elected. 
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were headed by Jac. Gugenheim and Bryan Irwin, nominees 
for president. The annual banquet will be held at the Alamo 
Country Club November 20. 





The Los Angeles Transportation Club held a luncheon at 
the Alexandria Hotel November 14. An illustrated lecture 
showing the growth and development of Los Angeles and the 
expansion of transportation within the city was presented by 
E. L. Lewis, vice-president and manager, Los Angeles Railway 
and Land Company. Captain A. T. Pack, commercial secretary 
of the British Embassy, Washington, D. C., gave a short talk 
on “Trade Between the Pacific Coast and Great Britain.” Music 
was furnished by the Los Angeles Railway Orchestra. 





The Traffic Club of New England will hold a ‘“Ladies’ 
Night” at the Copley-Plaza November 20. The annual meeting 
and election will be held December 13. The nominating com- 
mittee has made the following selections for office: President, 
William J. Cunningham, professor of transportation, Harvard 
University, Cambridge; vice-presidents, N. W. Hawkes, vice- 
president, Boston & Maine, Boston; Captain E. E. O’Donnell, 
president, Eastern Steamship Lines, Inc., Boston; C. C. Gale, 
traffic inanager, North Packing and Provision Company, Som- 
erville, and E. D. Hussey, traffic manager, Jordan Marsh Com- 
pany, Boston; secretary-treasurer, P. L. Stuart, New England 
traffic manager, American Republics Line, Boston; directors 
(two years), George W. Newman, traffic manager, Winslow 
Bros. and Smith Company, Boston; R. G. Henderson, assistant 
general freight agent, Boston & Albany, Boston; C. E. Giles, 
treasurer, C. E. Giles Company, Boston; N. F. Bartlett, traffic 
manager, Hollingsworth and Vose Company, Boston; R. S. 
Chapman, division traffic manager, Great Atlantic and Pacific 
Tea Company, Dorchester; I. T. Sorge, general agent, Dollar 
Steamship Line, Boston, and G. C. Randall, district manager, 
car service division, American Railway Association, Boston. 





Clyde Hogsett, assistant general freight agent, Missouri 
Pacific, was the speaker at a meeting inaugurating a traffic club 
at St. Joseph, Mo., November 13. 





The Traffic Club of St. Louis will hold a meeting at the 
Broadview Hotel, East St. Louis, November 19. Bruce A. 
Campbell, East St. Louis attorney, will be the speaker. 





The Traffic Club of New York held an evening bridge party 
at the club rooms November 15, for the members, their wives 
and friends. An afternoon bridge party for the wives of the 
members and their friends will be held November 20. A ‘Mem- 
bers’ Dinner” will be held at the Waldorf November 27. Offi- 
cers will be elected. The following nominations have been 
presented: President, George F. Hitchborn, general traffic man- 
ager, U. S. Rubber Company; vice-presidents, R. P. Bird, gen- 
eral eastern agent, Gulf, Colorado & Santa Fe, and Walter 
Bockstahler, vice-president, Universal Carloading and Distrib- 
uting Company; secretary, Charlton A. Swope, general eastern 
freight agent, Louisville & Nashville; treasurer; Fred. B. Fitz- 
Gerald, sales department, New York Belting and Packing Com- 
pany; board of governors, Karl R. Elder, traffic representative, 
Procter and Gamble Distributing Company; E. R. Bardgett, gen- 
eral freight agent, Cunard Steamship Company, Ltd., and 
George E. Clinton, traffic manager, Sheffield Farms, Inc. 





The Grand Rapids Transportation Club held a meeting at 
the Association of Commerce November 15. 





The Traffic Club of Chicago will have a dinner and dance 
at the Palmer House November 21. There will be an elaborate 
program of entertainment. 





The Transportation Club of Louisville will hold its six- 
teenth annual dinner at the Brown Hotel November 27. L. A. 
Downs, president of the Illinois Central, will be the principal 
speaker. W. R. Cole, president of the L. & N., will be toast- 
master. Rev. Charles W. Welch, pastor, Fourth Avenue Pres- 
byterian Church, will give the invocation. 





The Columbus Transportation Club will hold a meeting at 
the Neil House November 20. Dinner will be served and there 
will be a program of entertainment. N. S. Worrell is chairman 
of the committee on arrangements. 





The Junior Traffic Club of St. Louis will hold its second 
traffic conference at the Warwick Hotel November 20. William 
Rush, Western Weighing and Inspection Bureau, will outline 
the operation of the bureau and its relations to shipper and 
carrier. 





The Women’s Traffic Club of San Francisco has received 
an invitation to attend a card party given by the Soroptimist 
Club at the Fairmont Hotel November 19. 





The Traffic Study Club of the Traffic Club of Atlanta held 
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Economical? 
—Saves Time, Space and Money 
THESE ARE THE FACTORS OF TRUE ECONOMY 


And:these are found in 


HIPINDE 


RATE CARD SYSTEM 
TIME SAVED 


No more digging through tariffs to find rates 


SPACE SAVED 


With rates on cards, housed in convenient 
vertical-visible folders, savings in space aver- 
age from 60 to 75% 


MONEY SAVED 
More. work can be handled without increasing 
the staff. 





WHAT YOU WANT 
WHEN YOU WANT IT! 


























WETZEL DROP FRONT TARIFF FILES 


“THE EASIEST WAY” 


Ti—Tep Sectien 


T2—Tariff File Sectien With 24 2-Inch Drop Front Tariff Files 



























THESE ARE BUT A FEW OF THE ADVANTAGES 
TO BE GAINED. LET US EXPLAIN HOW YOU 
TOO MAY BENEFIT THROUGH ShipindeX. Desk 106. 


SHIPPING SERVICE 
ORGANIZATION 


25 West 43rd Street New York, N. Y. 



















T3—Tariff File Section With 16 3-Inch Drop Front Tariff Files 


T4é—Tariff File Section With 12 4-inch iia se Frent Tariff Files 











Profits in the 
Shipping Room! 


Most firms do not expect profits from their shipping 
departments, but if you could cut 5 to 20% from 
your packing and shipping expense, that would 
naturally increase the net profit just that much. 
















Ra Shelf Section 


Té—Twe Drawer Sterage Section 


= 


T71—Low Sanitary Base Section 





Through the application of Signode Tensional Steel 
Strapping, we have accomplished these savings for 
many firms. Don’t you think it would pay you to 
let us check up with you? Our work is entirely 
free from obligation or high pressure. Let us hear 
from you today. 






















Consolidated Steel Strapping Co. 
2613 N. Western Ave. Chicago, III. 


SIGNODE 


The Sealed Steel Strapping 


We also manufacture round wire reinforcement, plain box strapping, 
pail clasps, clutch nails, t: ag hooks, etc. 











Write us for information 


P. A. Wetzel Company 


Manufacturers 
SPRINGFIELD, ILLINOIS 
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a meeting at the Chamber of Commerce November 14. Mac 
Asbill spoke on tariff construction and rules for their inter- 
pretation. 


ELECTION AND I. C. COMMITTEES 


On the face of more complete returns than were available 
last week, Representative Shallenberger, of Nebraska, member 
of the House committee on interstate and foreign commerce, 
was reelected, instead of defeated, as was originally indicated 
by the returns. (See Traffic World, Nov. 10.) It also appeared 
that Senator Dill, of Washington, member of the Senate inter- 
state commerce committee, and Representative Beck, of Penn- 
sylvania, member of the House committee, were reelected. 


MEDAL OF HONOR AWARDED 


The Commission has announced the award of a medal to 
Henry Naumann, of Hammond, Ind., by President Coolidge, on 
its recommendation. It was awarded in recognition of Nau- 
mann’s effort to save the life of a woman at a Michigan Central 
crossing which was under the care of Naumann. The woman, 
who started across after the gates were down, lost her life 
and Naumann was so badly injured that he lost a leg. Nau- 


mann made the effort which caused his maiming March 30, 1927. 


The medal awarded to him is the thirtieth awarded since the 
passage of the medal of honor act in 1905. 


RAILWAY BUSINESS ASSOCIATION 


The Railway Business Association will hold its twentieth 
anniversary annual meeting and dinner at the Commodore Hotel, 
New York, November 21. The program for the morning busi- 
ness session is as follows: Reports of the treasurer, general 
executive committee and conference committee; “The Telephone 
Companies’ Budgets,’ C. A. Heiss, comptroller, American Tele- 
phone and Telegraph Company; forum, “The Railways’ Financial 
Outlook,” introduction by Frank W. Noxon, secretary of the 
association; “Calendar Change a Business Need,” F. W. Keough, 
personal representative of Geore Eastman; appointment of con- 
vention committees. 

A luncheon Will be provided by the association. 

The luncheon business session will include convention com- 
mittee meetings, reports of the convention committees, and 
election of officers. 

Alba B. Johnson, president of the association, will be chair- 
man at the dinner in the evening. The following addresses will 
be made: Daniel Willard;-president, B. & O., “Business Men and 
the Railways;” Robert C: Fulbright, chairman, legislative com- 
mittee, National Industrial Traffic League, “Regulation by Con- 
gress or by the Commission;” Albert Bushnell Hart, professor 
emeritus of history, Harvard, “Washington, the Business Man.” 
There will also be a brief address by Myron T. Herrick, Ameri- 
can ambassador to France. 


CAR SURPLUS AND SHORTAGE 
The average daily surplus of freight*.cars in the period 
October 23-31, inclusive, was 105,017, as=compared with 93,204 
cars in the preceding period, while the average daily shortage 
reported was 24 gondola and 20 hopper cars;*according to the 


car service division of the American Railway Association. The 
surplus was made up as follows: 

Box, 48,465; ventilated box, 105; auto and furniture, 5,693; total 
box, 54,263; "flat, 6,418; gondola, 12, 105; hop = 9,023; total coal, ‘21, 128; 
coke, 574; ’s. D. stock, 14,240; D. D. stoc 5,699; refrigerator, 4.595; 
tank, 319; miscellaneous, 781. 


Canadian road figures did not appear in the report. 


ROAD BOND ISSUE VOTES 


Highway bond issues totaling $240,000,000 were adopted in 
four states on election day, while two bond issues amounting 
to $110,000,000 were defeated. This statement was issued by 
national headquarters of the American Automobile Association, 
along with-the announcement that in every instance, with one 
exception, the attitude of the voters was in strict accord with 
that of affiliated A. A. A. motor clubs in the states where the 
bond issues were up. 

The national motoring body asserts that decisive victories 
were registered for a bond issue of $30,000,000 in Louisiana; 
$100,000,000 in Iowa; $75,000,000 in Missouri and $35,000,000 in 
West Virginia. A bond issue of $75,000,000 in Pennsylvania, 
which was opposed by the Pennsylvania Motor Federation, 
A. A. A. affiliation, on the grounds that the state already had 
ample funds for construction, was defeated, while a $60,000,000 
bond issue in Colorado, favored by the Rocky Mountain Motor- 
ists, Inc., another A. A. A. unit, also went down to defeat. 

California had a $10,000,000 bond issue up for the elimina- 
tion of grade crossings, but this was defeated. On the other 
hand, says the A. A. A., a $6,000,000 bond issue for state parks, 
which was favored by the California State Automobile Associa- 
tion, A. A. A. affiliation, was carried by a vote of three to one. 

The national motoring body says that perhaps the most 
significant of the bond issues before the voters was the $75,- 
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000,000 issue in Missouri, which was originated by and put Over 
largely through the efforts of the Automobile Club of Missouri, 
of which Major Roy F. Britton is president. A previous bond 
issue of $60,000,000 authorized in Missouri 1920 has been 
exhausted. 


NEW COMFLAINTS FILED 


No. 20549. Sub. No. 2. Arizona Wool Growers’ Assn. et al., 
Ariz., vs. Santa Fe et al. 

Unreasonable rates on feeder sheep and goats and on cattle, 
sheep and goats, between points in Arizona and points in Calji- 
fornia. Asks for reasonable rates and reparation. 

21197. Sub. No Holmes Eureka Lumber Co., Bucksport, Calif, 
vs. Northwestern Pacific et al. 

Charges in violation of sections 1 and 3 of the act, on machinery, 
from Milwaukee, Wis., to Palmer Creek, Calif. ‘Asks reparation, 
. 21245. Sub. No. 2. A. D. Miller Sons Co., New York, N. Y., vs, 
Santa Fe et al. 

Unreasonable rates on natural 
Midcontinent group No. 3 (Tulsa, Okla.), to* Pittsburgh, Pa. 
reasonable rates and reparation. 

. 21522. Sub. No. 2. Bernie Lumber Co., St. Louis, Mo., vs. C. & 
E. I. et al. 

Unreasonable rates on bituminous coal from mines in_ Illinois 
and western Kentucky to Bernie, Mo. Asks for reasonable rates 
and reparation. 

. 21603. Arizona Corporation Commission et al., 
Santa Fe et al. 

Rates in violation of sections 1 and 3 of the act, on wool and 
mohair and wool or mohair tags, in the grease, between points 
in Arizona and the Los Angeles Harbor and San Diego, Calif. 
Asks rates for future. 

. 21588. The Pennsylvania Railroad Co., 
Railroad Co., and the Long Island Railroad Co. vs. 
Central Railroad Co. et al. 

Alleges inability to reach agreement as to divisions of joint 
rates on coal and all other commodities from. interstate origins 
on lines of petitioners and of defendants other than Bellefonte 
Central to destinations on Bellefonte Central, joint rates having 
been established as required by Commission in No. 17004, Chem- 
ical Lime Co. et al. vs. Bellefonte Central et al., decided Decem- 
ber 23, 1927, as modified later. Asks finding as to just and rea- 
sonable divisions, for the future, and that findings also be made 
retroactive. 

. 21589. Northwestern Iron & Metal Co., vs. B. & 
O. et al. z 

Rates and charges in violation of sections 1 and 3 of the act, 
on mixed junk, from points in Colorado, Montana, Wyoming and 
other western states to Lincoln, Neb., where it is sorted and 
graded and then shipped in consolidated straight carload ship- 
ments to points in Iowa, Illinois, Indiana, and other states. Asks 
local, joint and proportional rates and stopping in transit rules. 
. 21580. Climax Tile Co., Oklahoma City, Okla., vs. Santa Fe et al. 

Unreasonable rate on hollow building and grain tile, from Coffey- 
ville, Kan., to Perkins, Okla. Asks rate for future and waiver 
of undercharges. 

. 21591. Eastman Kodak Co., Rochester, N. Y., vs. C. & W. et al. 

Unreasonable charges on locomotive crane, on own wheels, from 
St. Paul, Minn., to Rochester, N. Y. Asks reparation. 

. 21592. McClymont Marble Co., Milwaukee, Wis., vs. C. M. St. P. 
& P. et al. 

Rates in violation of sections 1, 3 and 4 of the act, on blocks of 
rough quarried marble, from points within lighterage limits of 
New York harbor to Milwaukee, Wis. Asks reparation. 


DOCKET OF THE COMMISSION 


Note. Items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


November 19—Washington, D. C.—Examiner Weems: 
21270—Roach Creek Coal Mines, Inc., et al. vs. A. A. R. R. et al. 


November 19—Argument at Washington, D. C.: 
Valuation No. 1079—In re tentative valuation of the property of the 
Pullman Co. 


November 19—Hood River, Ore.—Examiners Flynn and Way: 
21051—Hood River Traffic Assn. vs. Mount Hood R. R. et al. 


November 19—New York, N. Y.—Examiners Money and Esch: 
17000—Rate Structure Investigation: Part 8—Cottonseed, Its Prod- 
ucts and Related Articles. 

1. & S: No. 2759—Cottonseed and related vegetable products from 
—- territory to Central, Eastern and Southern terri- 
tories 

1. & S. No. 2820—Vegetable Oils and related articles in Official 
Classification territory. 

1. & S. No. 2884—Vegetable Oils and Oil Foods from Texas to Ft. 
Wayne, Ind., and Buffalo, N. Y. 

1. & S. No. 2926—Vegetable Oils in Official Classification territory. 

1. & S. No. 2995—Vegetable Oils and related articles in Official 
Classification territory. 

I. & S. No. 3035—Cottonseed from La. Ry. & Nav. stations to Shreve- 
port and Bossier City, La. 

1. & S. No. 3036—Cottonseed Hull Fibre or Shavings from S. W. 
points to Miss. and Ohio River gateways, etc. 

1. & S. No. 3067—Cottonseed and other Vegetable Oils from the 
Southwest to interstate points. 

. & S. No. 3098—Cottonseed and Vegetable Oils from Texas Com- 
mon points to Baltimore, Md., and Boston, Mass. 

i. Zz = No. 3121—Cotton Linters from the Southwest to interstate 
points. 

21105—Armour and Company vs. Erie R. R. et al. 

14594—American Linseed Co. vs. B. R. & P. et al. 

14683—Spencer Kellogg & Sons vs. B. R. & P. et al. 

15425—International Vegetable Oil Co. et al. vs. A. & R. R. R. et al. 

16300 (and Sub. Nos. 1 to 5, incl.)—Armstrong Packing Co. vs. 
Abilene & Southern et al. 

16528—Southland Cotton Oil Co. et al. vs. A. & S. et al. 

16587—-Lever Brothers Co. vs. D. L. & W. et al. 

16928—Manufacturers’ Assn. of Chicago Heights vs. B. & O. et al. 
is eh Sub. No. 1)—American Linseed Co. et al. vs. N. Y. 8S. & 
- eta 

17339—C. F. Simonins’ Sons vs. C. I. & W. et al. 

17457—Hunphreys-Godwin Co., Inc., vs. A. & 8S. et al. 

18026—Arkansas Cotton Seed Crushers’ Assn. vs. A. C. & Y. et al. 
18379—Texas Cottonseed Crushers’ Assn. et al. vs. A. & R. et al. 
18405—Interstate Cotton Oil Refining Co. vs. C. B. & Q. et al. 


Phoenix, 


or casinghead gasoline from 
Asks 


Phoenix, Ariz., vs. 


West Jersey & Seashore 
Bellefonte 


Lincoln, Neb., 





THE TRAFFIC WORLD 


IS ATA 
PREMIUM 


Styles, desires, and needs change so 
rapidly today, you must have your 
goods in the market at the strategic 
time to compete and make a profit. 
The American Mail Line offers you 
swift, dependable service to and from 
Oriental ports. Sailings every other 
Saturday by ‘‘President Liners’’ from 
Seattle. Arrivals from the Orient on 
alternate Mondays. Through bills of 
lading issued to all Oriental ports. Speed 
your shipment over ‘‘the Short Route.”’ 


Seven express ‘‘Cargo Liners’? augment 
this service. 


T. J. KEHOE, Gen. Eastern Agt.,32 Broadway, New York 


W.G. ROCHE, Inc., Gen. Agt. 5 be Bruce, Gen. Agt. 
1714 Dime Bank Bidg. 0 So. Dearborn St. 
ares it, Mich. Chicago, IIl. 
BATES, General Freight _ > + 
1519 Kailcoad Avenue South, Seattle, Washington 


76 offices in 22 countries at your service 


American Mail Line 


Reliable « Reassnable 
228-236 West Fourth Street 


“Surrounded by the Wholesale District” 


Merchandise Storage 

Low Insurance Rates 

Pool Car Distribution 

Freight Forwarders and Distributors 

City Delivery Service, Twice Daily 

Prompt and Efficient Service 

Excellent System of Stock Records 
and Reports 

Members: American Chain of Warehouses, American 

Warehousemen’s Association, Traffic Club of K. C., 


Kansas City Chamber of Commerce, United States 
Chamber of Commerce. 


Write us for Information and Rates 


We Will Give You 
Reliable Information 
About Canada 


DEVELOPMENT BRANCH: 
For information regarding . the 
mining industry of Canada, the 
development and supply of indus- 
trial raw materials available from 
resources along the lines of the Canadian Pacific 
Railway, consult this branch. 
We have an expert staff continuously engaged in 
research relative to all resources including the 
examination of mineral deposits. Practical infor- 
mation is available concerning development oppor- 
tunities, the use of by-products, markets, industrial 
crops, prospecting and mining. 
BUREAU OF CANADIAN INFORMATION: 
The Canadian Pacific Railway, through its Bureaw 
of Canadian Information, will furnish you with the 
latest reliable information on every phase of indus- 
trial and agricultural development in Canada. Our 
Reference Library, at Montreal, maintains a com- 
plete data service covering Natural Resources, 


Climate Labor, Transportation Business Openings, etc., 
additional data constantly being added to keep it up to date. 


CANADIAN PACIFIC RAILWAY CO. 


Department of Colonization and Development 
J. S. DENNIS, Chief Commissioner, Windsor Sta., Montreal,Can. 
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18841—Alabama Cotton Seed Crushers’ Assn. vs. L. & N. R. R. 
18890—Lever Brothers Co. vs. B. & A. et al. 
18935—East St. Louis Cotton Oil Co. vs. A. & S. et al. 
19069—Arkansas Cottonseed —- ers’ Assn. vs. C. R. L & P. et al. 
19088—The Blanton Co. vs. & V. By. et al. 
19141—Refuge Cotton Oil Cor et al. vs. & V. Ry. et al. 
- 19162—Southern Cotton Oil Co. vs, Hl. Gent. et al. 
: 19165—Procter’& Gamble Mfg. Co..vs. A. & B. B. R. R. et al. 
19169 (and Sub. e? 1)—Cal fornia-Arizona Ginners’ and Crushers 
Assn. et al. vs. Apache Ry. et al. 
19176—National Gottonseed —— Corp. et al. vs. A. & V. Ry. 
19194—-Procter & Gamble Co. vs. A. & S. et al. 
19245—Procter & Gamble Co. vs. B. & O. et al. 
19270—Southern Cotton Oil Co. vs. Ann Arbor et al. 
19307—National Cottonseed Products Corp. = ‘ & N. W. et al. 
19325—Southern Cotton Oil Co. vs. A. & R. 
19336—Portsmouth Cotton Oil Refining Got Pong i. L. & W. et al. 
19633—East St. Louis Cotton Oil Co. vs. Sou. ae, “ al. 
19551 (and Sub. No. 1)—Rome Soap Mfg. Co. 4 c. & W. et al. 
19642—Elberton Oil Mills vs. Va. & Caro. Sou. R. Ro et al. 
20068—Graco Milling Co vs. A. & %. Ry. et al. 
— S gay Sub. No. 1)—Wilson & Co., Inc., of Oklahoma vs. B. & O. 


20130--Buckeye Cotton Oil Co. et al. vs. A. & R. et al. 
20142—Portsmouth Cotton Oil Refining Co. vs. A. & R. et al. 
20161—-The Best Foods, Inc., vs. C. R. R. of N. J. et al. 
20596—Armour & Company et al. vs. A. & 8. et al. 

20596 (Sub. No. 1)—Wilson & Co., Inc., of Oklahoma vs. A. & 8. et al. 
a eae Plate Glass Co., Linseed Oil Division, vs. Santa Fe 


21010—Swift & Co. vs. A. & S. et al. 

21138—Armour & Company vs. A. & S. et al. 

21151—Rome Oil Mills vs. Gent. of Ga. Ry. et al. 

Fourth Section App. 4241 et al., involving rates on cottonseed; cot- 
ton linters and cottonseed hull fibre or shavings; cottonseed meal, 
cake, etc.; and other vegetable oils. 

21266—Peaslee-Gaulbert Co. vs. A. T. & S. F. Ry. et al. 

21399—Kuhn Paint & Varnish Works vs. A. & L. M. Ry. et al. 

21508—Swift & Co. vs. A. & S. Ry. et al. 
November 20—McAlester, Okla.—Examiner Hagerty: 
* 21031 (and Sub. 1)—Corporation Commission of Oklahoma vs. A. T. 
& S. F. Ry. et al. 
* 20830—Kali-Inla Coal Co. vs. C. R. I. & P. Ry. et al. 


November 20—Argument at Washington, D. C.: 
Valuation No. 894—In re tentative valuation of property of N. W. 
Terminal Ry. Co. 
November 2i—Fayetteville, Tenn.—Railroad and Public Utilities Com- 
mission of Tenn.: 
Finance No. 7038—A plication N. C. & St. L. Ry. for authority to 
on a branch line between Fayetteville, Tenn., and Capshaw, 
a. 


November 21—Omaha, Neb.—Examiner Worthington and Walsh: 
17000—Rate Structure Investigation, Part 10—Hay. Hay rates with- 
in Western District. 
bs ae wen oe of ee Commissioners of state of S. D. vs. C. & 
et 
19222—Wichita Chamber of Commerce et al. vs. A. & S. Ry. et al. 
12244—-Corporation Commission of Oklahoma vs. A. & S. Ry. et al. 
Fourth Gestion Application 13040—Hay from South Dakota. 


November 21—Argument at Washington, D. C.: 
Valuation No. 1006—In re tentative valuation of the properties of 
the M. P. R. R. et al. 
Valuation No. 410—In re Arkansas Central R. . 
Valuation No, 818—In re Natchez & Southern R. R. 
Valuation No. 957—In re Natchez & Louisiana Ry. Transfer Co. 
Valuation No. 967—In re Coal Belt Electric Ry. 
Valuation No. 970—In re Union Ry. (Memphis, Tenn.) et al. 


4 eg 21—Seattle, Wash.—Examiner Flynn and Way 
; ritory to Eastern Canada. 


November 22—New York, N. Y.—Examiner Esch: 
21233—John P. Squire & Co. et al. vs. B. & A. R. R. et al. 


November 22—Raleigh, N. C.—Examiner White: 
Fourth Section Application 13307, filed by A. C. L. R. R. 


November 22—Seattle, Wash.—Examiners Flynn and Way 
1. & §. 3182—Combination rule and rates on lumber mt related 
— es from Pacific Northwest to various interstate destina- 
ons. 


November 22—Argument at at ay ge D. : 
19665—Alexandria Paper Co. vs. A. T. & S. F. Ry. et al. 
1. & $. 8029—Chain Iron and steel, ‘and bolt, atl rivet and wire 
rods in Official Classif. Terry. 


17804—-Standard Nut & Bolt Co. vs. N. Y. & H. R. R. et al. 
—_—s B te - itiaaaaaae SA. RR 7 vs. N. Y. N. H. 
et a 


20187—Carnegie Steel Co. vs. Penna. R. R. et al. 


POSITIONS WANTED OR OPEN 


The rates for classified advertisements are as follows: First in- 
sertion, $1 per line; minimum charge $3; succeeding insertions, per 
line, 50 aa 10 words to the line; numbers and abbreviations counted 
as words; 6 point type; payable in advance. Answers to keyed ad- 
vertisements forwarded free of charge and all correspondence held 
in strict confidence. THE TRAFFIC WORLD, 418 South Market 
Street, Chicago, Ill. 











WANTED—Traffic Manager for large mixed feed manufacturing 
company. Must be thoroughly experienced in milling in transit and 
rates, in C. F. A. and Eastern Trunk Line territories. Apply FEED 
100, care of Traffic World, Chicago, IIl. 





a arn ogee wa man as assistant traffic manager of manu- 
facturing plant. nowledge of southwestern rate structure essential. 
State experience and salary. Good opportunity for advancement. Ad- 
dress N. W. L. 154, care Traffic World, Chicago, IIl. 





POSITION WANTED—tTraffic manager now employed desires bet- 
ter connections with reliable firm in or near San Francisco, Calif. 
Have broad industrial experience, also thoroughly familiar with mod- 
ern department store practices. Best of references. Reasonable 
salary. Age 31. Address U. G. L. 156, care Traffic World, Chicago, II. 





3157—-Lavan-Veneered Doors from North Pacifie Coast Ter- 
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November 22—Argument at Washington, D. C.: 
Finance No. 6734—Proposed Construction of Line by Cane Belt R. R 
Finance No. 6759—Proposed Construction of Line by St. Louis 
Brownsville & Mexico Ry. Co. 


November 23—Raleigh, N. C.—Examiner Whit 
Fourth Section Application: 13607 filed by J. e * Cottrell, agent. 


November 23—Tacoma, Wash.—Examiners Flynn and Way: 
20991—G. R. Eastman vs. Nor. Pac. Ry. 


November 23—Argument at Washington, D. C.: 

a anes Asphalt Roof Corp. et al. vs. A. T. & S. F. Ry, 
et a 

re om Clark & Co. Division American Stove Co. vs. C. C. ¢, 
& 

—- Fayette Box Board and Paper Co. vs. C. B. & Q. R. R 
et al. 

— te ra No. 1 and 2)—Mid-West Box Ce. vs. Mich. Cent, 

- R. et al. 

20336—James S. Kirk & Co. vs. C. C. C. & St. L. Ry. 

20374—-Kokomo Steel & Wire Co. vs. A. & W. Ry. et al. 

20491—-Morton-Gregson Co. et al. vs. A. T. & S. F. Ry. et al. 

20537 (and Sub. 1)—Swift & Co. vs. A. T. & My y Ry. et al. 

20556—The Cudahy Packing Co. vs. A. T. & S. F. Ry. et al. 

20666—Fishback Co. et al. vs. C. C. C. & St. “ Ry. et al. 

20612—Kokomo Steel & Wire Co. vs. Mich. Cent. R. R. et al. 


November 24—Shreveport, La.—Examiner Taylor: 
“a —_ 1 and 2)—Standard Pipe Line Co., Inc., vs. T..& 
et 
Portions Fourth Section Application 701, of Agents Tucker and Le- 


20267 (and Sub. 1 and 2)—Brown Robert Hardware and Supply Co., 
Ltd., vs. B. & O. R. R. et al. 
20460—-S. Bender Iron and Supply Co. vs. B. & O. R. R. et al. 
November 24—Argument at Washington, D. C.: 
19534—-Sheppard W. King vs. V. S. & P. Ry. et al. 
19919—-Waste Material Dealers’ Assn. of Ark. et al. vs. C. R. IL. & 
P. Ry. et al. 
November 26—Jacksonville, Fla.—Examiner White: 
Fourth Section Application 13142 filed by M. = oO. R. R. 
Fourth Section Application 13157, filed by S. A. L. Ry. 
November 26—Atlanta, Ga. iP enc Pony: Bldg Waters: 
ay a on chert, clay, sand and gravel within state of 
orgia. 
17763—Roquemore Gravel Co. et al. vs. A. B. & A. R. R. et al. 
(further hearing). 
ee aa 26—Washington, D. C.—Examiner Peterson: 
@& S. 3191—Handling charges on lumber at Virginia ports. 
mane 26—Washington, D. C.—Director Mahaffie: 
Finance 6113—Application of C. & O. Ry. for authority to issue ad- 
ditional shares of common capital stock. 
Finance 6114—Application of C. & O. Ry. for authority to acquire 
control of Erie R. R. and P. ue Ry. by purchase of capital stock. 


November 26—San Francisco, Calif.—Examiners Flynn and Way: 
|. & S. 3137—Panels, veneered, from South Pacific Coast territory 
to points in Canada. 
1. & S. 3159—Battery Separator Material from Calif. and other 
western states to eastern Canada. 


November 26—Ft. Worth, Tex.—Examiners Worthington & Walsh: 
17000—Rate Structure Investigation, Part 10—Hay. Hay rates with- 
in Western District. 
regeepoara of rome Commissioners of state of S. D. vs. C. & 
y. et a 
19222—Wichita Chamber of Commerce et al. vs. 
12244—-Corporation Commission of Oklahoma ey 
Fourth Section Application 13040—Hay from South’ Dadote. 
November 26—Argument at Washington, D. C.: 
19688 (and Sub. 1 and 2)—Fruit Dispatch Co. et al. vs. A. & R. R. R. 
et al. 
. & S. 2945—Charges for use of refrigerator cars for shipments of 
” oe and cocoanuts. 


November 27—Jacksonville, Fla.—Examiner White: 
Fourth Section Application 13449, of Agent Tilford. 


November 27—Dallas, Tex.—Examiner Taylor: 
15674—Nash Hardware Co. vs. C. R. I. & G. Ry. et al. 
17126 (and ~ 1)—Marion Machine Foundry & Supply Co. vs. C. 
CCc&S Ry. et al.¢ 
bat A Sab. ‘1)—Wyatt Metal & Boiler Works vs. B. & O. Rm &. 


17912. Wisconsin Steel Co. vs. & A. R. R., W. W. Wheelock, re- 
ceiver, and W. G. Bierd, a ER et al. 
18374—-Wyatt Metal and Boiler, Works vs. D. L. & W. R. R. et al. 
18391—Uvalde Paving Co. vs. P. & L. E. Ry. et al. 
19549—Lone Star Gas Co. et is vs. A. C. & Y. Ry. et al. 
20655—Moroney Hardware Co. vs. A. G. S. R. R. et al. 
(+t) Further hearing, solely on question of reparation. 
14404—Atias Metal Works et al. vs. A. C. Ry. et al.t 
—_ (ang Sub. 1)—Moncrief-Lenoir Mfg. Co. et al. vs. A. & S. 
y. eta 
19580-“Alaino Iron Works et al. vs. A. & V. Ry. et al. 
(+)Further hearing, solely upon question of reparation. 
—_ a Sub. 1)—Edwards Manufacturing Co. vs. A. T. & S. F. 
y. eta 


November 27—San Francisco, Calif.—Examiners Flynn and Way: 
rs or California Pine Box Distributors et al. vs. Sou. Pac. Co. 
et a 
Portion Fourth Section Appl. 349 of R. H. Countiss. 


November 27—Argument at Washington, D. C.: 
20346—E-Z Opener Bag Co. vs. IL C. R. R. et:al. 
20436—Commerce Petroleum Co. vs. A. T. & S. F. Ry. et al. 
20495—The Columbus Packing Co. vs. C. B. & Q. R. R. et al. 


November 28—Jacksonville, a ee nig 
Fourth. Section Application 13549 of S. ape 


November 28—Argument at Washin — D. 
— — —_ 1)—Loose Wiles iscuit Go vs. Eastern S. S. Lines, 
ne., et al. 
20623—-Certan & Jeffrey Co. vs. B. & O. R. R. et al. 
20466—-Norcross Marble Co. vs. B. & O. R. R. et al. 


November 30—Birmingham, Ala.—Examiner White: 
Fourth Section Application No. 13302 of Agent Speiden. 


November 30—San Francisco, Calif.—Examiners Flynn and Way 
— Coast Fourth Section Applications Nos. 13457, 13438, 4677 and 


siate Portland Traffic and Transportation Assn. vs. Bay Cities 
Transportation Co. et al. 
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The Cotton Concentration Company 


Concentrators and Distributors of Cotton 
and General Merchandise 


Foreign Freight 
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F. Ry, 
Oe Located at GALVESTON, TEXAS nila aia 
—3 The World’s Largest Cotton Port 
+ D.C. ANDREWS & CO., Inc. 
Six High ee eee PEE SY Sere 27-29 Water Street, New York, U. S. A. 
Eeauipped with Sprinkler System Throughout. poset aoe 
T.8e Reiarie Transportation at a Moment’s Notice. 
d Le. 
y a V =rious oe Storage Capacity 400,000 Bales 
[overs of 0 ne DENVER, COLORADO 
on 
Lé Capacity of Tracks Serving Plants Over 500 Cars. 
Jestablishea System of Service. 
te of 
ais WE NEITHER BUY NOR SELL COTTON 
We Care Not “From Whence It Comes Nor 
at Whither It Goes,” That’s Your 
tire Business and Yours Only 
OC. 
GEO. SEALY J. GARRISON FIREPROOF WAREHOUSES ON TRACK 
tory President Vice-Pres. and Gen’] Manager or pee} py p> en Ry Fy cues eal Laaee oo 
ther gotiated. Office rentals. The Weicker Transfer & Sterage Company 
ith- 2 
& . OCEAN DOMINION STEAMSHIP CORPORATION rt 
: pl igen’ Great Lakes <@§i3e> P's: New York 
al. 
PROPOSED SAILINGS THE ONLY DIRECT ALL-WATER ROUTE 
R. Gubject to change without notice) SERVING WITHOUT TRANS-SHIP MENT 
“ __ Ports | “Haiti” “alti” New York - oe - — —— - Detroit 
O Me. Bo io i . Ss 
NEW YORK SI. a rig swego muiton 
8T. THOMAS..| Oct. 8 ’ Oct. 31 : 
8T. CROIX..... Oct. 4 Nov. 1 { 
C. 8T. KITTS..... Oct. 5 ; Nov. 2 ! 
z. ANTIGUA...... Oct. 6 Nov. 8 ¢ 
" GUADELOUPE.| Oct. 7 Nov. 4 ! 
DOMINICA..... Oct. 8 Nov. 5 & 
MARTINIQUE..| Oct. 8 3 Nov. 5 ‘ 
8T. LUGIA..... Oct. 9 Nov. 6 F 
BARBADOS....| Oct. 9 Nov. 6 : 
TRINIDAD..arr. ; : Nov. 8 
TRIMIDAD..Lv.| Oct 12]; Nov. 9 ‘ 
GRENADA...... Oct, 13 Oct. 20 | Nov. 10 ’ 
ST. VINCENT.) Oct. 14 Oct. 20} Nov. 11 | 
DOMINICA..... Oct. 15 Nov. 12 et cet ttt tl 
GEORGETOWN. 
PARAMARIBO.. SHIP BY BARGE! 
CAYENNE...... via THE OPEN GATEWAY TO the SEA 
—< it AFFORDING SHIPPERS 
ROADS...Arr.| Oct. 21 


able Freight Service with 20 Savings in Rates. 
A, ongside Steamers at New York Without 






rans-shipment. 








NEW YORK.Arr.| Oct. 22 
FOR RATES, PERMITS, AND FURTHER INFORMATION APPLY TO 


OCEAN DOMINION STEAMSHIP CORPORATION 


WHITEHALL BUILDING, 17 BATTERY PLACE. NEW YORK, NEW YORK 
ELEPHONE BOWLING GREE 
NEW YORK TERMINALS: PIER EAST RIVER 


MONTREAL, P. Q. HAMPTON ROADS, VA. 
on 





Nothing Less Than Full Barge Loads Accepted. 650 oe 
tons constitute average barge load. Barges move in fleets of four 
(4) with approximate total capacity of 2600 gross tons. 


For Rates or Other Information, Address 


HEDGER TRANSPORTATION COMPANY, Inc. 
25 Broadway, New York City, N. Y. T 


ou Broec Echne Bufale Office: Chamber of Commerce Bldg. "*ying em 0495 
















a 












1152 THE TRAFFIC WORLD Vol. XLII, No, 9 





































Novem 
December 1—Charlotte, N. C.—Examiner Hill: 
21302—Ornamental Stone Co. vs. Southern Ry. i al. 
December 1—Birmingham, Ala.—Examiner Whit 
—? esse popweasier No. 13405, filed “ ‘alabama, Tennessee Do You Know That we 
orthern Corp. 
December 1—York, Pa.—Examiner Matson: (1) Rent teams and trucks? (2) Distribute pool cars? epITC 
December Sst, Louie, Mo “examiner MeAuliffe: (3) Make daily deliveries to suburbs as well as 
21369—Texas Cement Plaster Co. vs. M. K. & T. R. R. of Texas. to all parts of Chicago? CURR 
JOS. STOCKTON TRANSFER Co, 
N. A. 
Established 1857 1020 South Canal Street, Chicago 
DECI 
We Bind The Traffic World : 


In Best Gade Backran fr $225 Pa Vote 6 Nembe) || PANAMA MAILS.S.CO.|— 


Wi fork Oe eed P 
ProWe alice Bind All Rinds of Publications Fast Freight and Passenger Service 
Scheduled Fortnightly Sailings via Panama Canal s 
The Book Shop Bindery | From SAN FRANCISCO and LOS ANGELES to HAVANA and NEW YORK r 
EASTBOUND SAILINGS 
From m4 yreustene From Los Angeles ; 
ey eS re —s — . 
LEONARD’S GUIDE Ss. S. VENEZUELA 000000 Bees Dec. 22 
S. S. EL SALVADOR.............. Jan. 3 Jan. 5 | 
‘in ease “ee Sag my , Fed ‘e-- a, —_ oS 
FREIGHT, EXPRESS, PARCEL POST Jaan del “Sur, Balboa ond "Cristobal Pensa, Dasaventann, Peorte, 
Rates and Routing All in One Book! Colombia, and Cartagena, Colombia. : 
Send for Sample Sheets Trans-Shipment at Panama for South America and European Ports 
Reon BG Ry ty BY 4 Ry 
G. R. LEONARD & CO. territory vie, Sen Francisso and Loe Angeles harbor hoe 
155 N. Clark St., Chicago 15 E. 26th St., New York —OFFICES— 
140 S. Dearborn St., Chicago, Ill. 2 Pine Street, San Francisco, 


Cal. 
10 Hanover Sq., Ney York, N.Y. 5488. Spring St., Les Angeles, Cal. 


a ae 


MERCHANDISE STORAGE and 


POOL CAR DISTRIBUTION Get the f acts! 


Warehouses Located in Heart of Railroad District and Jobbing Trade = 
FEDERAL COMPRESS & WAREHOUSE COMPANY raat: apr gy Sharmrensa sess 8 


589 South Front St | MEMPHIS, TENN. valuable to the traffic executives of expanding 


organizations in all lines—write for any or all of 





them you wish: 1. Market Map of the Southwest. 
2. The Southwest—Six Billion Dollar Market. 


3. Dallas—Distribution Center. 4. Industrial Sur- 
WASHIN GTON * D.C. vey of Dallas. 5. Dallas as a City in Which to 


P ‘ . Live. 6. The Growth of Dallas. 7. Texas Corpo- 
When in Washington, Eat Well Seasoned, Home Cooked Food at ration Laws. INDUSTRIAL DALLAS, Inc., 1148 


THE AVENUE CROWN Chamber of Commerce Building, Dallas. 


Across the Street from J. C. C. BLDG. 


BREAESINNER 1727 Penna. Avenue N. W. 





eeeee 


LOS ANGELES and SAN FRANCISCO 
CALIFORNIA 


Modern Fireproof Warehouse Space in 
Los Angeles and San Francisco 
Free and U.S. Customs Bonded Storage 
Insurance rate as low as 16.2c 


Storage — Forwarding — Distribution — Cartage 


Space leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 


We can serve you in some capacity in Los Angeles or San Francisco 
and would suggest that you complete your file by requesting 
the rates for our specialized service. 


TERMINAL UNION TERMINAL WAREHOUSE COMPANY 


BUILOS BETTER BUSINESS 731 Terminal Street Los. Angeles, California 


MERCANTILE WAREHOUSING ANB DISTRIBUTING San Francisco Office, 9 Main Street 





Merchandise _ itor wesc’ warenousss 
Storage 





cRookS, Se Pool Car 
2000 Carload §=Distribution 





MEMBERS A.W.A. O.W.A 








PHILADELPHI A, PA, wo Deliveries Daily in Philadelphia and Nearby Suburbs. 


Daily Delivery Service to 250 Surrounding Towns. 


SoiDerFOOL CAR sfCONTANERDISTRBLTION LINTON TRANSFER CO. 


COMPLETE jforwatoinc | SERVICE {025i PHILADELPHIA LOCAL EXPRESS 


WAREHOUSING Established 1867 1004-26 Spring Garden St. 
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THE TRAFFIC SERVICE CORPORATION 


WASHINGTON CHICAGO 
MILLS BUILDING 418-430 S. MARKET S&T. 
Phone, Main 3840 Telephone State 8635 
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Users of Automatic 


Tariff Files 


can 


have the 


same 







convenient visibility 
in letter files... 


The 





(*name and address 
on request.) 


14 feet of solid 
tariffs in this 
Automatic Tariff 
Filing Desk and 
every one in- 
stantly available 
without moving 
from your chair 


AUTOMATIC 


features of convenience, accuracy, 
speed, visibility which are so valu- 


~ able in Automatic Tariff Files can 


serve you equally well 
in letter files, in Auto- 
matic Steel Desks, Desk 
Companions, etc. 


Many users who 
know the superiority of 
Automatic Tariff Files 
extend their Automatic equipment 
throughout the office. A recent 
letter* says, ‘““We have a set of your 
tariff files, which have proved very 
satisfactory, and would like to try 
the letter files. Please ship at once 
one letter size cabinet.”’ 





Send for catalog describing the exclusive 
advantages of Automatic Tariff Files and 
other equipment. 


The Automatic File 


& Index Co. 


Green Bay, Wisconsin, U. S. A. 
New York Chicago Philadelphia Detroit Milwaukee 





IN 


FILESVDESKS 


TW11-24—Gray 
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Strategic Points of Operation 
or Shippers and Distributors 


At Your joe, a 
Finger Tips 


HE Chain of Tidewater Terminals and 

Allied Inland Warehouses offer facil- 

ities to the Merchant Marine, shippers 
and consignees of export and import cargoes 
never before available in this country. 


Ultra-modern buildings, equipped in the 
most up-to-date manner, afford the greatest 
safety and security with the lowest possible 
insurance rates. Direct rail transfer except 
in New York where the terminal is located 
within “free lighterage limits’. 


Centralized administration under a manage- 
ment specializing in terminal and warehouse 
operation, insures a uniform high standard 
of service throughout the entire chain, to 
vessels and shippers alike. 
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BOSTON TIDEWATER TERMINAL, INC. 
J. M. Hoffman, V. P. & Gen’! Manager 
666 Summer Street, Boston, Mass. 


ATLANTIC TIDEWATER TERMINALS 
G Green, V. P. & Gen’l Manager 
17 State Street, New York 


PHILADELPHIA TIDEWATER TERMINAL 
G. M. Richardson, Gen’1 Manager & Treas. 
10 Chestnut Street, Philadelphia 


NORFOLK TIDEWATER TERMINALS, INC. 
J. A. Moore, Manager 
Norfolk, Va. 


KEYSTONE WAREHOUSE Co. 
W. S. Bishop, Gen’! Manager 
Seneca and Hamburg Streets, Buffalo, N. Y. 


MERCHANTS’ WAREHOUSE CoO. 
Snowden Henry, Supt. 
10 Chestnut Street, Philadelphia 





RICHARD D. JONES, Western Traffic Mgr. 
1646 Transportation Bldg., Chicago 


W. B. McKINNEY, Sec’y and Treas. 


_..and ALLIED INAND WAREHOUSES 


HARVEY C.MILLER President 
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Sa May. COMMERCIAL TRUST BLDG. PHILA. PA. 
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THE TRAFFIC WORLD 


Offers a Highly 
Developed Freight Service 


BETWEEN’ 


The New England States and the South 
and West—Eastern Canada and all points 
South. Close affiliation with the lines listed 
below makes this an ideal route for the 
rapid movement of shipments. 


Canadian Pacific Railway 
Canadian National Railways 


via Rouses Point, N. Y. 
Quebec, Montreal & Southern. ... 


» bre 
ona, 


Boston & Maine 
Boston & Albany 
Pennsylvania 


Lehigh Valley, 


Central R. R. of N. J. 


Lackawanna 
Lehigh Valley 


via Mechanicville, N.Y. 
via Albany, N. Y. 


via Wilkes-Barre, Pa. 


} via Binghamton, N. Y. 
via Owego, N. Y. 


And Their Connections. 


Our nearest representative will, if given opportunity, render you 


HELPFUL SERVICE 
All D. & H. Traffic Agencies are furnished information daily netetive 


to junction passings. 


The Agency nearest you 


keep you ad 


of the progress of your urgent carload shipments if requested to do so. 


DELAWARE & HUDSON FREIGHT TRAFFIC AGENCIES 


ALBANY, N. Y.—Telephone 3-11-41 
J. E. Colket, Milk Agent, 
D & H Building 
C. F. Beck, General Eastern Freight Agent, 
D & H Building 
ATLANTA, GA.—Telephone Walnut 5464 
te Pickens, Jr., Commercial Agent, 
930 Healey Building 
BOSTON, MASS.—Telephone Liberty 4106-4107 
F. H. Wheeler, New England Freight Agent, 
429-430 Chamber of Commerce Building 


‘ BUFFALO, N. Y.—Telephone Seneca 08 


53 
Jas. Vandenberge, General Agent, Freight Dept., 
722 Ellicott Square Building 
CHICAGO, ILL.—Telephone Wabash 8994 
Cc. H. Clark, Gene: Agent, ight Dept., 
1101-02 Utilities Building, 
327 Seuth La Salle St. 
MONTREAL, QUE.—Telephone Uptown 7424 
James Fitzsimens, General Canadian Freight Agent, 
106 Drummond Bldg., 1117 St. Catherine St., West 
—- N. Y.—Telephone Whitehall 5648 and 


9 
C. G. Howland, General Agent, Freight Dept., 
1446-48 Woolworth Building, 233 Broadway 


ONEONTA, N. Y.—Telephone 1500 
A. W. Ackley, Division Freight Agent, 
191 Main Street 


PRL ASeLTemA, PA.—Telephone Rittenheuse 


W. H. Chase, General Southern Freight Agent, 
1109-10 Finance Building, 
1420-26 Seuth Penn Square 


PITTSBURG, PA.—Telephone Grant 5516 
H. W. Haas, Gene Agent, Freight 
513-514 Bessemer Building 
PLATseeons, N. Y¥.—Telephone 698 


- Dew, Division Freight Agent, 
101 Bridge Street 


SCRANTON, PA.—Telephone Bell 2-8751 
J. J. Coyle, Division t Agent, 


pt., 


D & H Passenger Sta 


ST. LOUIS, MO—Telephone Chestnut 9178 
J. B. ee oe Agent, Freight Dept., 
1021-1022 ree Building 


TROY, N. Y.—Telephone 765 
F. J. Forster, Division Freight Agent, 
Union Sta f 


W. G. Story, General Freight Agent, Albany, N. Y. 
Gen. Freight Agent, A 


F. N. Hiller, Asst. 


Cc. E. ROLFE, 
General Traffic Manager 


ROUTE OF 


r, Albany, N. Y. 
, Albany, N. Y. 


J. T. LOREE, 
Vice-President and General Manager 


ALBANY, N. Y. 


THE MONTREAL LIMITED—Popular Short Way between New York ond Montreal 
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$275,000,000 


CONSTRUCTION WORK 
NOW IN PROGRESS IN 


VIRGINIA 


N°? STATE is showing more rapid industrial progress 
than is Virginia. 


A recent report by the Commissioner of Labor and In- 
dustry shows construction work now under way amount- 
ing to $275,000,000. This enormous total does not include 
millions that the government is spending nor ‘a highway 
construction program of some $20,000,000 annually. 


Industry has awakened to the fact that Virginia offers 
opportunities that cannot be ignored. 


Search for locations where plants Virginia enjoys cheap water-borne 
can serve Northern and Southern transportation and the facilities of 


markets points squarely to Virginia. a natural harbor in the 


Virginia’s equable climate, free Mountain streams furnish abund- 
from extremes of heat or cold, antpower. Coal minesareclose by. 
makes ideal ‘‘working weather’ the ‘There is plenty of native-born la- 
year through. bor. Strikes are almost unknown. 


To these natural advantages have been added the benefits of intelli- 
gent, progressive legislation. Tax rates have been reduced. The tax 
on Capital in Business has been reduced one-third as compared with 
1926. Virginia’s ‘‘pay-as-you-g0”’ policy safeguards against pyramid- 
ing bond issues and the ensuing taxes. 

Industry has been quick to take the cue. Virginia’s industrial out- 
put, $667,850,000 in 1926, will leap beyond a billion in 1929. 
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Write for the Booklet, ‘‘INDUSTRIAL VIRGINIA” 
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Conservation and Development Commission 
STATE OFFICE BUILDING 
RICHMOND :: VIRGINIA 
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FIT’S THE 


SPIRIT of SERVICE 


The Soo Line was built by determined men seeking to give 
the great northwestern region full opportunity. It was the 
spirit of service. 


With that same spirit the men of the 
Soo Line today are 


READY TO 
AID YOU 


rr 


IN YOUR 
SHIPPING 


RELIABLE — SURE — THE STEAM 
RAILWAY — THE STRONG RIGHT 
ARM OF THE NATION’S INDUSTRY. 


EDMONTON 


VANCOUVER 


SEATTLE- 
. 
ig 


y SPOKANE 


> 
Ac 
°, 
M4 


oO 
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Boston, Mass., 40 Central St. 
Buffalo, N. Y., 504 Iroquois 
Bldg. 
Chicago, Ill., 1630 Bankers Bldg., Clark and Adams. 
Chippewa Falls, Wis. 
Cincinnati, O., 709 Traction Bldg. 
Cleveland, O., 915 Union Trust Bldg. 
Detroit, Mich., 2243 First National Bank Bldg. 
Duluth, Minn., 408 West Superior St. 
Grand Rapids, Mich., 1001 Grand Rapids Trust Bldg. 
Indianapolis, Ind., 430 Merchants Bank Bldg. 
Kansas City, Mo., 723 Walnut St. 


WINNIF oS 


% EMERSON 


~ PORTAL 


m MINOT 


Teme 


ALWAYS DEPENDABLE 
FREIGHT SERVICE 


AGENCIES 


Los Angeles, Cal., 530 Van Nuys Bldg. 
Memphis, Tenn., Porter Bldg. 
Milwaukee, Wis., 68 East Wisconsin Ave. 
Minneapolis, Minn., Soo Line Bldg., 5th 
St. and Marquette Ave. 
Neenah, Wis. 
New York, N. Y., 1550 Woolworth Bidg. 
Omaha, Neb., 725-26 W. O. W. Bidg. 
Passaic, N. J., 250 Bloomfield Ave. 
Philadelphia, Pa., 1500 Locust St. 
Pittsburgh, Pa., 2041 Oliver Bldg. 
Portland, Ore., 3rd and Pine Sts. 


THIEF RIVER FALLS 
- 


ot 
MINNEAPOLIS 


To avoid delay, shipments for Canadian 
destinations must be accompanied by ship- 
pers’ export declaration made in triplicate. 
This document must be delivered to railroad 
agent at initial point with the shipment and 
accompany same to Canadian port of entry. 

SAULT SAINTE MARIE 
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St. Louis, Mo., 2050 Railway 
Exch. Bldg. 
St. Paul, Minn., 1112 Merchants National 
Bank Bldg. 
San Francisco, Cal., 681 Market St. 
Sault Ste. Marie, Mich. 
Seattle, Wash., 5564 Stuart Bldg. 
Spokane, Wash., 1006 Old Nat’l Bank Bidg. 
Superior, Wis. 
Tacoma, Wash., 1113 Pacific Ave. 
Waukesha, Wis. 
Winnipeg, Man., 603-604 Lombard Bldg. 
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No Jolting or Jarring of Goods 
When Shipped by Water 


SOME merchandise is injured by vibration and the shaking 
and jarring of rail transportation depreciates its value. 
Goods likewise frequently are damaged in rail transit by the 
shifting of the boxes and packages. 





The smooth, stéady sailing of the large floating carriers | 
of the Federal Barge Line eliminates jolting and bumping 
and prevents the possible shifting of freight. 


All goods are carefully handled and stowed on the barges 
and they “‘stay put.’’ There is no chance for breakage. 
Heavy paper lining on the decks and walls further protects 
the merchandise. In addition, the Barge Line’s bill of lading 
gives more protection than any carrier in the world pro- 
vides. All goods in its hands are fully insured against all loss 
or damage, excepting that caused by the acts or omissions | 
of the shipper or owner. 





In shipping by Federal Barge Line, you are assured of 








+ All inquiries promptly and dependable service, substantial savings in freight charges, 
courteously answered. Call on and safe transportation of your merchandise. USE THE 
or address the nearest repre- 
sentative. BARGE LINE. 


Mississippi-Warrior Service 
FEDERAL BARGE LINE 


OPERATED BY THE SECRETARY OF WAR, GOVERNOR 
THE INLAND WATERWAYS CORPORATION Maj. Gen. T. Q. ASHBURN, CHAIRMAN of the BOARD 


W. M. HOUGH, Traffic Manager, J. P. HIGGINS, T. M. C. E. BECKER, Asst.toT.M. H. E. RUDDIMAN, Asst. T. M. 





320 Magazine St., { Solicitation), (Solicitation), (Solicitation), 
New Orleans, La. 1204 Federal Commerce Trust 320 Magazine St., 521 Austin Bldg., 
Bldg., St. Louis, Mo. New Orleans, La. Chicago, IIl. 
BIRMINGHAM, ALA. DALLAS, TEXAS, : MEMPHIS, TENN., ST. LOUIS, 
822 Brown Marx Bidg., 2610 S. Ewing St., 1201 Cotton Exch. Bldg., 1207 Fed. j- Teast | Bidg., 
N. W. Guice, Gen. Agt. L. W. Carson, Trav. Frt. Agt. H. T. Anderson, Gen. Agt. J. F. Ward, Gen. 
CHICAGO, ILL., HOUSTON, TEXAS, MINNEAPOLIS, MINN. ST. PAUL, MINN., 
521 Austin Bldg., geet ye Isabella St., 523 Margrete A eo as 1417 Pioneer Bldg., 
W. F. Johnson, Gen. Agt. J. H. Golden, Com. Agt. G. E. Helwig, sy Elmer Cordes, Gen. Agt. 
CINCINNATI, OHIO LOS ANGELES, CAL., MOBILE, ALA., SAN FRANCISCO, *CAL., 
gets Union Cen. Life Bldg., 807 Pacific Elec. Bldg., 315 Van Antwerp Bldg., 415 Customhouse, 


. L. Thompson, Com. Agt. C. G. Krueger, Com. Agt. H. M. Wilson, Com. Agt. T. B. Esty, Pac. Coast Rep. 
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Total Rail Lines 
16,726.69 
Miles 


Total Water 
Lines F 
3,825 Miles 


(Continued from Nov. 10th issue) 


After the completion of 
the road to Newcastle the 
directors took stock of 
their experience in build- 
ing 31 miles of road. They 
decided that if the con- 
struction was divided up 
among many contractors, 
as they had tried with the last 13 miles, 
labor would become unmanageable, the 
price of labor would run up, the work 
would be impeded, and the chances of 
success seriously jeop- 
ardized. 

It was important that 
the company should 
have more control over 
the construction than 
would be possible where 
the work was let out 
in comparatively small 
units. Labor was scarce 
and money was scarcez. 
It was necessary that 
the individual sections 
should be built as near- 
ly as possible in consec- 
utive order and that the 
work should be done 
first at the point near- 
est the last completed 
section so that, as each 
section was completed, 
it could be put into 
operation and made to 
yield revenue. 

It was decided that 
Crocker should go ahead 
with the work at the 
prices’ paid him for the 
two sections below Newcastle. It is 
characteristic of these men that the ar- 
rangement with Crocker was recorded 
merely as a resolution of the Board of 
Directors and that no written contract 
was entered into. 

He went at the work with a will. He gave 
up his business and devoted his entire 
time and fortune to building the road. 
He said later: “I went on until we got 








. tied up in suits and I had to stop. I 


could not get any money. They got all 
I had and all I could borrow. At that 
time I would have been very glad to take 
a clean shirt, lose all I had and quit.” 

In July, 1863, Judah reported that 6000 
tons of rails, or enough for sixty miles 
of track, had been purchased in the East 
and would be delivered at the rate of 
500 tons a month. He also reported the 
purchase of 6 locomotives, 2 first-class 
passenger cars, 2 baggage cars, 25 plat- 
form freight cars, 15 box cars, and the 
necessary frogs, switches, turntables, 
etc., for the first fifty miles. 


First Rails Arrive 


On October 8, 1863, the ship “Herald 
of the Morning” arrived at Sacramento 


SOUTHER 
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with 100 tons of railroad iron, the first 
shipment for the Central Pacific. 

The first rail was laid October 26, 1863. 

It was suggested that some kind of a 
celebration be held at the laying of the 
first rail. Huntington, however, opposed 
it. He said: “If you want to jubilate in 
driving the first spike here, go ahead 
and do it. I don’t. These mountains 
look too ugly and I see too much work 
ahead. We may fail and I want to have 
as few people know it as we can. Any 
little nobody can drive the first spike, 
but there are months of hard labor and 
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unrest between the first and the last 
spike. The last spike is the one we’ll 
celebrate.” 

From the laying of the first rail until 
1869, when the last spike was driven and 
the continental line completed, the ‘Her- 
ald of the Morning” was followed by a 
steady procession of sailing vessels, 
loaded with iron and other supplies 
winging their way around Cape Horn. 
There were as many as thirty vessels 
loaded with supplies for the Central 
Pacific at sea at one time. . 

From scattered and various records we 
are now able to get a picture of those 
early days when the Central Pacific was 
still regarded by the world as an im- 
practicable dream which shows the “Big 
Four” in action. 

We see Huntington in New York schem- 
ing, pleading and cajoling in the quest 
for money from all possible sources. 
When he was not trying to borrow money 
he was bargaining with manufacturers, 
foundries and ship owners so as to get 
as much for the money as possible. 

Alfred A. Cohen, in his testimony years 
afterwards before the Pacific Railway 
Commission, said: “I have seen Mr. 
(Advertisement) 
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Huntington trudging about from office to 
office in New York trying to get people 
to lend him money. For months, almost 
for a year if not more, he was traveling 
at night between Washington and Boston 
trying to raise money to send to Cali- 
fornia. They were put to terrible straits 
to get money to get over the mountains.” 

In spite of the hardships of the over- 
land journey, made at first entirely by 
stage and afterwards by rail and stage, 
he made frequent trips to California, 
where he would spend only a few days 
before taking the same tiresome and 
hazardous trip back to 
New York. 

Huntington had _ to 
depend largely on his 
own eloquence and such 
collateral as he and his 
associates could scrape 
together. It would have 
served no good purpose 
to have referred eastern 
capitalists to San Fran- 
cisco bankers. 

Leland Stanford, pres- 
ident of the company, 
was in California win- 
ning friends for the 
railroad among the 
people and meeting or- 
ganized hostility with 
good-natured appeal for 
aid and support and 
firm insistence on 
rights. 

On the line of the 
railroad out from Sac- 
ramento, hustling, sweat- 
ing workers were driv- 
ing a way for the iron 
rails through the rocky ribs and up the 
precipitous sides of the Sierra to the per- 
suasive urging of Charles Crocker’s voice. 


Sailing ships loaded with railroad iron, 
knocked-down locomotives and cars, 
spikes and other construction material, 
were winging their way around Cape 
Horn, dodging Confederate privateers and 
battling the innumerable obstacles placed 
in their way by the elements. 


All this time, however, money was get- 
ting scarcer. 


Seeking help in all directions, the com- 
pany turned to'the communities through 
which the line was to pass and which 
would be directly benefited by its con- 
struction. The State Legislature author- 
ized the counties of Placer, Sacramento 
and San Francisco to subscribe to the 
capital stock of the Central Pacific. 


The Legislature cleared the way for 
similar help from the counties of San 
Joaquin, Santa Clara and San Francisco 
for the Western Pacific Railroad, which 
had been organized to build a line from 
San Jose to Sacramento to connect with 
the Central Pacific. 


(To be continued in Dec. 8th issue) 
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